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XLIV. No. 5 1165 Reg. U. S. Patent Office 


This bronze plaque has been awarded to the 
Gulf, Mobile and Northern Railroad by the 
National Safety Council for the lowest total 
casualty rate among the railroads of Group E 
for the year 1928. 


Gulf, Mobile & Northern Railroad 
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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Buildi SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0, 
- ” Gnden Trust Bidg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 


JUDSON FREIGHT FORWARDING CO. 


THE 
LOGICAL TRANSPORTATION 
MEDIUM 
FOR YOUR LESS CARLOAD FREIGHT 





x k &k * 


ANY SERVICE WHICH EXPEDITES THE MOVEMENT 
OF MERCHANDISE, MAKES IT LESS LIABLE TO 
DAMAGE IN TRANSIT, AND ADAPTS ITSELF TO THE 
INDIVIDUAL REQUIREMENTS OF THE SHIPPER, HAS 
A VITAL PLACE IN THE COMMERCE OF THE NATION. 


xk wk k * 
Officers 
WALTER J. RILEY, President 
H. E. PORONTO, Vice-President J. L. O;CONNOR, Asst. to Vice-President 
R. HACKETT, Vice-President T. R. SORENSON, Asst. to Vice-President 
P. R. GATES, Secretary H. D. HOWELL, Manager Export Department 
E. E. HESSE, Treasurer H. H. BENEDICT, Manager Eastern District 


Judson Freight Forwarding Company 


140 South Dearborn Street, Chicago, Il. 


Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, Ill. 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of 
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UPRIGHT 


in Automatic Files 


Every Tariff and Supplement stands up- 
right in natural reading position when 
Automatic Tariff Files are used. This cuts 
costs by saving expensive clerical time. 


Because of the V-expansion the entire 
front of every Tariff and Supplement is 
readable without removing it from the file. 


One 4 drawer Automatic Tariff File 
will hold 7 feet of solid Tariffs. 


This unusual combination of easy refer- 
ence, complete visibility and enormous 
capacity, available only in the Automatic 
Tariff File, will speed up Tariff references 
surprisingly. 

The Automatic Line also includes counter- 
high Tariff files and convenient Tariff 
Desks. Send for a copy of the new Auto- 
matic Catalog. 


THE AUTOMATIC FILE 


& INDEX CO. 
General Sales Offices 
1322 Steger Building 
28 E. Jackson Blvd.,Chicago, Ill. 
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Great Lakes<@@@) 4 SS> Po: New York 


The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
| Oswego - Hamilton, Ont. 





{ 7 
Way 


OLE (fe. CLEVELAND 
Sageeey LORAIN 





SHIP BY BARGE! 


AND 
REDUCE YOUR TRANSPORTATION COSTS 
| Dependable Freight Servicé with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment 


Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, 


pa aca 25 Broadway, New York City, N. Y. ae 
= ¥. Produce Bachan BUFFALO OFFICE: Chamber of Commerce Building a 
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vit Representatives of the Soo Line, who are always ready to call 


Beevow are listed the Special 


on you at your convenience and help you solve your traffic 
problems for the territory served by the Soo. Any service we 
may be able to extend to help you expedite your freight 
movement to the great Northwest and Western Canada is at 
your disposal. Your local representative, whose address is 


listed below, is ready to call when you say the word. 





OO 


INE TUTTI 


WZ 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ 
BOMONTON @ EXPORT DE ION MADE IN TRIPLICATE. This document must be delivered to rail- 
. road agent at initial point with the shipment and accompany same to Canadian port of entry. 










SAULT SAINTE MARIE 


b Emenson 
ie 
— Trier River Faics , 
7 TS on BEssemer An we 
Vaneouver ; hae ROO 
MENOMINEE 
Neca” ALWAYS DEPENDABLE Fame MANITOWOE 
a FREIGHT SERVICE SAT Paut . 
rges “Ong MILWAUKEE 
Ty AGENCIES e 
Grand Ra om Mich., 1001 Grand New York, N. Y., 1550 Woolworth 1caco 
Boston, Rapids Trust Bl nes 
Buffals, s.. 40 Central St. Indianapolis, tnd, $0 Merchants Bank Omaha, Neb., 725-26 W. O. Bldg. 
Chi 504 Iroquois Bldg. Bldg. Passaic, N. _ Tee Blcomaela’ Ave. Sault Ste. Marie i, = 
cago, Tl, 1680 Bankers Bldg., Clark Kansas City, Mo., 723 Walnut 8t. Philadeiphi Ba. wi 350 500 Locust St. Seattle, Wash., 5564 Stuart Bl 
Adams. Los Angeles, Cal., 530 ve Nuys Bldg. ttsburgh, 2041 Oliver Bldg. Coseane, Wash., 1008 Old Nat'l Bank 
soc Memphis, Tenn., Porte Bldg. Portland Ore., 8rd and Pine Sts. Bl 
ti, e08. Traction mite. Milwaukee, Wis., 68 East sconsin St. Louis, Mo., 2050 Railway Exch. Supe or, Wis. 
¢, iat si ‘915 Union Trust ~¢ Ave Bidg. acoma, Wash., 1113 Pacific Ave. 
ich., 2243 First Nation Minnea. olis, Minn., Soo Line Bldg., St. Paul a Merchants Na- Waukesha, Wis. 
nik Bl bth st. and Marquette Ave. tional Bank Winnipeg, Man., 603-604 Lombard 
inn., 408 West Superior St. Neenah, Wis San Francisco, Cal., 681 Market St. Bldg. 


? ROUTE YOUR FREIGHT CARE SOO LINE 
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Advance arrangements made 
for handling and storing any 
kind of freight either at port 
or in the interior. 
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delivers to your customer’s door in England 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 


SHIPPERS TO ENGLAND | 


Traffic Managers and Freight Forwarders can 
obtain from any LMS Freight Offices in America 
full information on the cost of delivering, storing 
or distributing their merchandise in Great Britain. 


With a chain of 350 rail-connected warehouses 
the LMS thoroughly covers the industrial areas 
of Great Britain. 


The LMS will be pleased to work out a plan to 
fit your particular needs. 


LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co., Inc.), (Oregon Forwarding Co.,Inc.), 
333 N. Michigan Ave., 311 California St., 912—Board of Trade Bldg. 

Chicago, IIl. San Francisco, Cal. Portland, Oregon. 
LMS Ry of G. B. LMS Ry. of G. B. 
(Irving H. Heller) (G. E. Baughman & Co.), 

1204 Pierce Bldg., Seaboard Bank Bldg., 

St. Louis, Mo. Norfolk, Virginia. 


or 


London, Midland & Scottish Railway of G. B., 
Thomas A. Moffet, Freight Traffic Manager in America, 
1 Broadway, New York City. 


LMS 


RAILWAY 





Great Britain 
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Moving Food by Rail 


The railroads of the United States an- 
nually transport one carload of perishable 
foodstuffs for every seventy-five persons 
in the country, on the average, and the 
movement is growing every year. 


The benefits of this service are far- 
reaching. For one thing, it greatly in- 
Many food- 
stuffs that can be successfully produced 


creases our food resources. 


only in certain localities are transported 
great distances to places where otherwise 
they could rarely or never be had. Other 
foodstuffs, such as fresh vegetables, which 
are in season locally for but a short 
period of the year are brought to our 
tables from distant regions at other times, 


thus making them virtually year-round 
articles of diet. This broadening of the 
nation’s food supply has been instru- 


mental in raising our standards of living 
and making for better health. 


This service also is farm relief of the 


most practical kind. It increases the 


farmer’s sources of income by enabling 
him to go in for crops that otherwise 
could not be marketed. It also enables 
him to get better prices for such crops, 
since they can be shipped to the most 
favorable markets, regardless of distance. 
The fact is that for real aid to the farmer 
the transportation provided by the rail- 
roads for both perishable and non-perish- 
able farm products can scarcely be out- 


classed. 


These benefits are typical of the out- 
standing value of railway service as a 
national asset. The protection of this 
asset is one reason for patronage of the 
railroads and for helpful public policies 


in matters of their welfare. 


Constructive criticism and suggestions 
are invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, August 1, 1929. 
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ere’s the logical location 


**In my opinion,” said the Traffic Manager, “‘the location of our 
plant in the Pittsburgh District will save us thousands of dollars 
in our present freight costs. 


It is the center of the coal, iron and steel industry which will 
assure us a direct supply of our raw materials over the Montour 
Railroad. Short freight hauls will naturally assure us longer 
net profits as well as a stronger competitive position in the 
market. 


And speaking of markets, the Pittsburgh District is the center 
of one of the greatest marketing areas in the United States. 43 
million people are within a 500 mile radius, 14 million within 
a 200 mile radius and in the metropolitan district alone there 
are 2,500,000. 


My recommendation is that we locate our plant in the Pittsburgh 
District. We can get full particulars from the Montour Railroad 
who are thoroughly familiar with the District and who will 
be glad to cooperate with us in selecting a suitable site for our 
operations.”’ 


MONTOUR R.R. 


PITTSBURGH PENNA. 


wm MLSE 
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Do you ship merchandise to 


AUSTRALIA? 


this is the 
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Six sailings a month direct to the world has been constructed at Los 
Antipodes. That’s what shippers get Angeles. Today it is the port of 
if they follow this new map and call for six separate trans-Pacific 
route through Los Angeles Harbor. and internationally famous steamship 


companies. If you 
want your goods to 


NEW DAYS— yous goo 

reac ustralia 
NEW WAYS SHIP quick —you should 
learn about this 
The situation has great new port to- 


auneed on the A TOS ANGELES§ 
Pacific Coast. One 

of the greatest man- ° 8 ee, So 
made harbors in the HARB OR ny SR ee 


atene and facts which gives 
you the complete “picture” at a 


lance. It will be sent postpaid to 
Recontives and Traffic Managers. 


= LOS ANGELES HARBOR DEPARTMENT, LOS ANGELES, CALIF. 


No. 206 
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“Bigger and Better” 


S ix = 


Arkansas Offers 
Unusual Opportu- 
nities for Textile 
Industry Develop- 
ment. 


LABOR SUPPLY 
An abundant supply of native white 
labor, naturally intelligent, easily 
taught and with no disturbing in- 
fluences to disquiet them. 


CHEAP POWER 
Nearness of communities to cheap 
electric power, coal fields and supply 
of natural gas and huge oil fields. 


IDEAL CLIMATE 
Long summers and short, open 
winters are the chief characteristics 
of Arkansas climate—an ideal com- 
bination for industrial development. 


LOW TAX RATE 
Low local tax rate assured by spirit 
of communities to co-operate in in- 
dustrial development. New textile 
plants state exempted for seven 
years. 


RAW MATERIAL 
Abundant supply of cotton assured 
as Arkansas is the center of a terri- 
tory that produces 67 per cent of the 


OD ake exclusively to past generations. Yet the romance of 





E too often think of the romance of empire building as having 


development .exists as vividly today as ever. The pioneer of old 
pressed ever forward to establish new homes and new communities. 
Today’s pioneer of progress wages a ceaseless fight to make com. 
munities “bigger and better”. 


The modern pioneer uses the transit, test tubes and the labora. 
tory for weapons. It is with these that he wages a never-ending 
war for facts. For it is upon facts that business, industry, agri- 
culture and commerce thrive. And as they thrive so do commu. 
nities. 


No institution of today can grow and prosper unless its entire 
policy is founded upon service. Railroads, for instance, seek to 
give service not only to their patrons but to the communities they 
serve. ‘Lhe Missouri Pacific Lines occupy a peculiarly favored po- 
sition in the South, West and Southwest because they have taken 
the lead in development service. 


A small army of modern pioneers is maintained by the Missouri 
Pacific Lines for that purpose—fact-finders for industry, agricul- 
ture and commerce. Those concerned with the marshalling of 
facts for industry have established beyond question that Arkansas 
offers unusual opportunities for the manufacturing of ‘textiles. 
They are ready and anxious to pass along this information to 
anyone who is or may be interested. 


Textile surveys recently made of eight Arkansas communities 
have been compiled in handy pamphlet form and are yours for 
the asking. If you want to know why Arkansas offers such un- 
usual opportunities, write today for your copies. 





ust 3, 
sot 8 


y 








nation’s cotton supply. 


J. G. Carlisle, Director 


ADEQUATE TRANS- Industrial Development Department 
PORTATION Missouri Pacific Lines 
Points covered in surveys are located St. Louis, Mo. 
on Missouri Pacific Lines, assuring 
dependable transportation to 
parts of the country. 





“A Service Institution” 
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is entire ae cP) i & 
ea I ‘ ACME NAILLESS BAND 
ated po- | i ie makes easy work of securely fastening all kinds 
ade | = 72S § of loads to skids or platforms for shipment. 
Missouri | il These specially tempered non-stretch steel 
agricul. .& bands, having a tensile strength of 85,000 
lling of | | d inch tensioned and 
wa as pounds per square inch, are e 
eo Zi bi sealed with the Acme Strapping Tools (Stretcher 
ation to 4 and Sealer) in less than one minute. To remove 
| ga ° ~ ie the load the consignee has simply to snip the 
munities | a bands. 


ours for 
uch un- 


The Acme Method permits the use of the most 
simple and inexpensive types of skids—either 
the nailed-up wooden kind designed for one 
trip only, or the pressed steel platforms, which 
may be nested and returned in strapped bundles. 





Boxes are only one of the many products which 
can be shipped on skids to advantage—result- 
ing in savings in time and handling costs 


beginning in the plant of the manufacturer Send for Booklet of valuable 
and extending all the way down the line to . r  aaler™ 
the journey’s end. information on skid shipping. 


ACME STEEL CUMPANY 


General Offices: 2840. Archer Ave., Chicago, III. 
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Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 





(Continued from July 20th issue) 
CHAPTER XXVI 


The California Pacific 


As in the previous or- 
ganizations, Haskins was 
one of the most active par- 
ticipants. The California 
Pacific Rail Road Com- 
pany, more familiarly 
known to every-day rail- 
roaders as the “Cal-P,” was 
incorporated January 10, 1865. Construc- 
tion was commenced at Vallejo during 
December, 1866, and the first rails were 
laid at the same place on April 10, 1868. 
The main line was completed to Wash- 
ington, on the west side of the Sacra- 
mento River opposite Sacramento, in No- 
vember, 1868, and the Marysville Branch 
was completed as far as Yuba City, on 
the west side of the Feather River oppo- 
site Marysville, in November of the fol- 
lowing year.. 

The steamer “New World” was placed 
in commission between San Francisco 
and Vallejo on January 22, 1869. A speed- 
ier boat, the “D. C. Haskins,” was built 
in New York during 1869 and 1870, but 
floundered in the Atlantic off Cape Hat- 
teras on its way to California. 

Another railroad was operating in this 
same vicinity, the Napa Valley Rail Road, 
the first few miles between Napa City 
and Suscol having been placed in opera- 
tion in June, 1865. The parties interested 
in this company, which was incorporated 
March 26, 1864, appear to have been in 
no way connected with the companies 
making up the California Pacific. It was 
proposed to build a railroad from a point 
on the San Francisco and Marysville line 
north to Calistoga, about 35 miles. Chan- 
cellor Hartson was president of the com- 


pany. 
Napa “Mud Lark” 


The first construction was financed 
largely from funds received from the sub- 
scribers to the capital stock, in which 
Napa County joined with its citizens in 
supporting the enterprise. Suscol was 
to be the southern terminus of the line 
until the Marysville road was completed. 
This point was at the head of navigation 
on Napa Creek, although passengers 
journeying to Napa City prior to the 
opening of the railroad had the choice 
of taking a stage from Suscol or con- 
tinuing on another boat, commonly known 
as “The Mud Lark.” 

The contractors, 





Patterson & Gray, 


“broke ground” on November 21, 1864, 
and had the grade ready for the ties the 
following January. The rails, purchased 
in England, were slow in coming, and it 





FROM TRAIL TO RAIL 


A History of Southern Pacific 


was not until June 20, 1865, that the first 
trial trip was made, the engine in use 
being of the Pony type constructed by 
Casebolt & Company of San Francisco. 
Opening of the road was formally cele- 
brated on July 10, 1865, and the follow- 
ing day the 41% miles of line was opened 
for regular traffic. 

During March, 1867, the company 
started to extend the line from Napa City 
to Calistoga, about 26% miles. Trains 
were operated to Calistoga during Au- 
gust, 1868. The last section from Suscol 
south to connection with the Marysville 
line at Napa Junction was opened for 
traffic during January, 1869. 

The expected traffic over the new road 
failed to materialize. Payments of in- 
terest on the construction notes could 
not be met and, a few months after the 
road was opened, a decree of foreclosure 
was obtained and the property sold to 
Wm. F.. Roelofson and James M. Ryder 
on May 27, 1869. About two weeks later, 
Roelofson and Ryder, who were construc- 
tion contractors for the California Pacific, 
sold the road to the latter company. 


Seek Bigger Field 


With the main line of the California 
Pacific completed from Vallejo to Sacra- 
mento, except bridging the river, and the 
Marysville branch well under way, those 
in control of the company decided to 
enlarge the scope of their operations by 
extending lines up the Napa, Santa Rosa 
and Russian River valleys. To this end 
the California Pacific Railroad Extension 
Company was incorporated April 14, 1869. 
One part of the proposed plan was met 
in the purchase of the Napa Valley Rail 
Road’s line to Calistoga, and, although 
construction contracts were issued to 
Roelofson and Ryder, no new work was 
done. 

A reorganization was effected by the 
California Pacific and, on January 1, 
1870, the following directors and officers 
were elected: Directors—Edward H. 
Green, London, Eng.; Julius May and 
Rudolph Sulsbach, Frankfort, Germany; 
M. K. Jessup, New York City; John P. 
Jackson, Eugene L. Sullivan, F. G. Ather- 
ton, John Parrott and Milton S. Latham, 
San Francisco. Officers—John P. Jack- 
son, president; Eugene L. Sullivan, treas- 
urer; L. C. Fowler, secretary; and D. C. 
Haskins, general superintendent. The 
principal offices were at Vallejo. 

The main line of the California Pacific 
was opened into Sacramento on January 
15, 1870, crossing the track of the Cen- 
tral Pacific near the foot of “I” street. 
During the next few weeks the last por- 
tion of the Marysville branch was opened 
from Yuba City to the terminus of the 


(Advertisement) 


California Northern at Ninth and “) 
streets, Marysville. This date, March, 


1870, marks the completion of the (aj. 


fornia Pacific. 


Rival of the C. P. 


With the railroad now in full operatigy 
and doing a fair amount of local business 
the parties then guiding the destinies of 
the company determined to carry out the 
work which the “Extension Company’ 
had planned to do, and also to embark 
on another project that would have, had 
they succeeded, made of the California 
Pacific a system outrivaling its only com. 
petitor, the Central Pacific. 

During the spring of 1871, the company 
floated in England an issue of about 
$1,500,000 “income bonds.” With these 
funds the boats of the California Steam 
Navigation Company were purchased 
April 1, 1871, and that company went out 
of existence after 17 years of activity in 
handling a large share of the freight and 
passenger business on the Sacramento 
and San Joaquin rivers. 

At about the same time, the California 
Pacific took over the San Francisco ani 
North Pacific Railroad, and also the Sa 
Francisco and Humboldt Bay Compaiy. 
The first property consisted of about 
miles of road extending from Donohue 
Landing on Petaluma Creek north 10 
Santa Rosa, while the latter compaly 
apparently had little more than primal! 
franchise rights to construct a railroal 
into the territory which the California 
Pacific interests desired to tap wit 
branch lines or feeders. 

Under the name of the “California Pe 
cific Railroad Eastern Extension Cot 
pany,” which was incorporated May 23, 
1871, the last and greatest project of the 
California Pacific was launched. Capitil 
stock of the company was fixed at $l: 
000,000 and was subscribed to by pm 
tically the same directors mention 
previously. The proposed line, none @ 
which was ever constructed, was to 
as follows: Commencing at Davisvill 
(now Davis), thence passing through tle 
Sacramento Valley, and bearing to tl 
northeast, entering Oregon near 400 
Lake. From the latter point the line 
to continue north to Christmas Lilt 
Oregon, and thence east into Idaho, a 
thence southerly, terminating at Ogdet. 
Two branches were also contemp le 
One from the “big bend” in the 7 
River near the 41st parallel westerly ! 
a connection with the Oregon and - 
fornia Railroad; and the other to coll 
with the same road, branching from! i 
main line near Christmas Lake. 1 
length was about 943 miles. | 

(To be continued in Aug. 17th issue) 
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Our Platform 


Keep the government out of business. This applies 
ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
fiers as a whole the adequate revenue prescribed by the 
lw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
oder to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





WOMEN IN RAILROAD WORK 


HE question of women in the railroad business is not 

different from that of women in any business or all 
business, except that the railroad business is so well organ- 
ied and established and its departments are so thoroughly 
tassified that it offers opportunities for observation and 
omparison that are not found in some other fields. 

Without question, women are coming to be employed 
m railroads, as elsewhere, in increasing numbers. The facts 
lad to the inquiry as to whether they are capable—or, at 
ast, as capable as men—of doing the work that is being 
sven to them or to which they aspire. 


There is considerable prejudice in many quarters 
“inst Women doing anything but the simplest office tasks, 
end we may rank here—without offense, we hope—that 

S prejudice is, to a great extent, justified. Indeed, it is 
ota prejudice at all, but an opinion based on observation. 
I rises from the fact that women or girls, usually, though 


ity may be as capable as men or boys, do not take their 
Y ° e e e 
ork as seriously as do their brothers. This is due to the 
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fact that most boys realize the necessity for making a 
living, they wish to make as good a living as possible, they 
look forward to being heads of families, they want to pros- 
per—in short, they are ambitious to succeed—while most 
girls, on the other hand, when they work, though they may 
perform their tasks well and conscientiously as far as they 
go, think of themselves as working more or less tempo- 
rarily until they marry and permit men with better positions 
to support them. From the very nature of things, therefore, 
most boys are to be preferred to most girls in an office or 
workshop, though there are exceptions. The chief reason, 
of course, why so many girls, even of the transient 
type, are employed in preference to boys is that they work 
cheaper and, within the limitations they set for themselves, 
they work usually as well or better. 

We say “the limitations they set for themselves,” and 
in this phrase lies the real story. Women do not succeed, 
partly, of course, because it does not occur to their em- 
ployers that they are fit for the higher places, but chiefly 
because they do not strive to succeed in the same way that 
men strive. It might be difficult for them, to be sure, to “sell” 
themselves, even if they set out more earnestly to do so, 
because it would be more or less of a new thing and new 
things are usually rather slow in being adopted, and, even 
if employers were convinced of the ability of their girl 
employes, there is no guaranty against a girl being married 
—and employers do not like to train employes only to have 
them leave when they become trained. That, it would seem, 
is a difficulty that is not likely to be overcome and against 
which the women who really desire to succeed in business 
must struggle, so that, even if the case for woman be proved 
as to her capabilities, it does not follow that she will have 
the opportunities to which her ability may entitle her. 

But as to the ability of women, if they really take their 
work seriously, to do most of the things that men do, we 
think there is little question. In considering this matter we 
must eliminate the more or less frivolous—though undoubt- 
edly attractive, and helpful in a small way—type of office - 
girl and compare with the man only the serious-minded 
woman who is making business her work in life. In the 
railroad business, for instance, what is there about a woman 
that unfits her—if she really desires to work and to rise in 
her work—for work as a billing clerk, or a ticket seller, 
or a rate clerk, or a freight or passenger solicitor, or even 
a traffic manager in an industry or a general freight agent? 
There may be respects in which the capable woman in some 
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of the higher of these positions might fall short of her 
brother in natural qualifications, though just what they are 
ve do not know, except that she could not be expected to 
‘mix” quite so freely and generally. Perhaps, however, the 
methods a self-respecting woman would have to adopt in 
gliciting freight, for instance, might even be an improve- 
ment over some of the present methods used by men. But, 
on the other hand, there are respects in which she is superior 
wher brother. She is usually more thorough, more careful, 
and more conscientious, and, when she really does take her 
vork seriously, she takes it more seriously than does her 
yrother. In selling, she has an entree and an appeal that her 
brother does not always have. 

Women, as we have said, are to be found in business in 
increasing numbers, the present rate of increase being, no 
joubt, due, in large part, to economic conditions that make 
the cost of living so high. Their success, we should say, 
depends, not on their inherent ability, which we think is, in 
most respects, equal to that of men, but on two things—their 
disposition to take their work seriously and make them- 
glves valuable, and the difficulty of removing the objec- 
tions to giving them a chance, due to the feeling that they 
nay not “stick.” If ever one has had a splendid office girl 
or woman, on whom he was beginning to lean, leave to get 
nattied, where a man in the same position would have 
stayed to become even more useful, he knows what that feel- 
ing 1s, 

Late statistics as to the number of women employed in 
railroad work would be of interest, but they seem to be lack- 
ing. Walker D. Hines, when he was Director General of 
Railroads, gave some attention to the subject, however. The 
following is from his report for 1919: 

By request of the Administration the railroads have filed 
quarterly reports with the Women’s Service Section on the num- 
ber of wamen employes, which have been compiled for current 


we and printed once a year. Regular reporting began January 
1918. These figures have proved extremely useful in showing 
the rise and fall in the number of women employes and the 
occupations in which they are working. They have, in fact, 
thrown light on the whole chapter of women’s new position in 
the railroad world, and make it possible to estimate how far the 
various employments are likely to be permanent. 

_ The extent of the change is best shown by a comparison of 
the figures of January 1, 1917, giving the prewar level, with the 
ater statistics. They show that the number almost doubled dur- 
ing the year 1917, viz.: 


Jan. 1,1917 Jan.1,1918 Oct. 1, 1918 Oct. 1, 1919 
First-class roads. .*31,400 61,162 101,785 81,803 


_ The high-water mark of women’s employment came on Oc- 
tober 1, 1918, when there were 101,785 in the service, an increase 
o! 66 per cent in the first nine months of 1918, and a gain of 
‘proximately 225 per cent as compared with prewar conditions. 
_ This change was not made without difficulties. It was found 
at hrst that the conventions of the railroad world were unfavor- 
ale to the admission of women in many positions, and it was 
only the extreme shortage of male labor, due to the draft and 
“ie attraction of higher paying occupations, that made the sub- 
pe possible. A number of managers, foreseeing an acute 
a1 ot more labor if the war was to continue, began to insist 
“tga on the introduction of women in every class of work. 
~'S Process went on steadily until the armistice. 
* * * 

tide oe paceutte, however, there has been a slight turn in the 
‘soe Pose powers for October, 1919, show that 55 Class I roads 
he addita y increased the number of women in their service. 
anos ‘ons are in most cases small, but 8 roads have each 
_- “8 or recalled to service 40 or more women and the total 


x a 
Estimate based on returns from 106 roads employing 25,428 
women, 
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additions have amounted to 1,151 women, scattered in all 
classes of employment, but chiefly in clerical positions. 


NUMBER OF WOMEN EMPLOYED BY THE RAILROADS 
ACCORDING TO CHARACTER OF OCCUPATION 
(Class I Roads) 

Summary of Eastern, Southern and Western Territories, 1919. 
(Compiled from Quarterly Reports of Railroads.) 








Classes of Employes Jan. 1 Apr. 1 July 1 Oct. 1 
Bi, MN B ki dn. canides des eddies 1,814 1,424 1,272 1,216 
Be ED WOTINGD, i.e onc 0000000000008 1 3 19 cae 
S Ge SENINE . vavdcnsaedoed ace 1,525 1,096 931 881 
4. Clerical or semiclerical ......... 74,945 67,715 64,741 64,656 
rl er Pere 5,475 4,738 4,676 4,735 
6. Elevator operators ...........eee0. 100 100 96 92 
7. Messenger service ............+5 754 624 562 549 
GB. PORBOMEE GOTTIOD 6. ccccivcecssaes 2,863 2,443 2,410 2,450 
SD. MOUMEMOUSS WOTK o..6s ces ccccsccce 1,290 779 595 596 
Bs I I aie iia ado 5.63 ae as saci 2,829 1,318 1,082 1,047 
BE, CE ROIS. 6 55 045ss08d en eesaess 234 171 138 156 
12. Station agents, assistants, agent- 
IE | 6'a 2:0 cscs ey anawe eee 1,175 1,203 1,136 1,104 
13. Supervisors of women employes.. 105 88 86 88 
14. Switch tenders and other yard 
ME -dekdbniseieserabsanemens we ae 37 28 26 14 
15. Telegraph operators ............ 2,584 1,965 1,722 1,663 
16. Telephone and telegraph operators 
(in train movement) .......... ,122 1,561 1,519 1,316 
ae. rae ere 94 80 71 58 
18. Warehouse and docks ............ 736 369 412 330 
rrr ST 721 588 566 602 
A SE ONE ha ¥660énnisatessusees 335 267 272 250 
GS GI 66 odocd ccieuhVivassas 99,737 86,560 82,332 81,803 


In his report for the fourteen months ended March 1, 


1920, he said: 


Especial attention has been paid to the working conditions 
of women employes on the railroads. These employes in- 
creased rapidly on account of war conditions. The number rose 
from 31,400 January 1, 1918, to 101,785 October 1, 1918, and then 
fell to 81,803 October 1, 1919. To some extent during the war 
women were employed in occupations calling for labor of a 
heavy and unsuitable character; but special attention has been 
paid to this matter and these conditions have, generally speak- 
ing, been corrected. Substantial progress has been made in 
providing -health and comfort facilities. The labor laws regu- 
lating the employment of women have been observed almost 
without exception. The Railroad Administration took, in 1918, 
the important step of providing that women’s pay, when they do 
the same class of work as men, shall be the same as that of 
men. Undoubtedly, these policies, connected with recognition 
of seniority rights, have done much to give women a better 
position and a better outlook in railroad work than they have 
ever had before. 


The Census Bureau in the 1920 census showed some- 
thing more than 200,000 women employed in “Transporta- 
tion,” but made no classification as between railroads and 
other forms of transportation. 


EXTRA FARE, INQUIRY 
The Trafic World Washington Bureau 


What is believed will amount to a general inquiry by the 
Commission into the practice of eastern railroads of charging 
extra fares for the transportation of passengers on desirable 
trains will be begun on October 15. On that day Examiner M. 
L. Boat will begin a hearing on fourth section application No. 
13871, filed by C. A. Fox and C. M. Burt, passenger tariff pub- 
lishing agents for eastern lines. The application asks for re- 
lief from the aggregate of intermediate fares provision of the 
fourth section of the interstate commerce act. 

So far as the memory of the oldest employes of the Com- 
mission runs there has never before been a fourth section ap- 
plication in respect of passenger fares, at least in the eastern 
part of the country, on account of conditions created by extra 
fares. A minute search of the Commission records might dis- 
close an application of that sort. Such an examination, how- 
ever, has not been made. 

Revenues aggregating $9,000,000 a year, it has been esti- 
mated, will be placed in jeopardy. That is to say, if relief is 
not accorded, and the railroads do not or cannot bring the 
combinations of locals up to the level of the through fares now 
in excess of the locals, that amount of money, it has been esti- 
mated, will have to be given up on account of the prohibition 
of the fourth section. Relief from the aggregate of intermedi- 
ates part of the fourth section is relatively rare. 

Railroads named in the request for relief are the Lacka- 
wanna, Baltimore & Ohio, Erie, Lehigh Valley, New York Cen- 
tral, West Shore, Big Four, Pennsylvania, Grand Trunk, Mich- 
igan Central, Nickel Plate and Wabash. The application, as 
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paraphrased in the notice setting the hearing, is for “authority 
to maintain extra fares on fast trains operating between points 
on lines of said companies in the states of New York, New 
Jersey, Delaware, Pennsylvania, Maryland, Ohio, Michigan, Illi- 
nois, Indiana; also St. Louis, Mo., and Windsor, Ont., Canada, 
without observing the aggregate of intermediates provision of 
the fourth section of the interstate commerce act.” 

Informally the matter of extra fares has been under dis- 
cussion between the Commission and the railroads for six or 
seven months. George M. Crosland, chief of the section of 
tariffs, and R. V. Pitt, assistant director of the bureau of traffic, 
who has general charge of fourth section matters, have con- 
tended that the extra fares contravene the part of the fourth 
section mentioned. The railroads have argued that the services 
rendered were of a character differing from those performed 
on the ordinary passenger train. The matter was informally 
submitted to division 2, in charge of tariff publications. It 
ruled, informally, that the fares were in contravention of the 
fourth section. Thereupon the railroads said that they would 
file appropriate applications for relief. Their attorneys thought 
the relief could be given without hearing but the Commission 
men said the record of facts was too meager for the issuance 
of an order and that the matter would be set down for formal 
hearing. The railroads then suggested that they might with- 
draw their applications rather than go to hearing on them. 

Unofficially the Commission men concerned in the matter 
have been told that the carriers intended cancelling some of 
the extra fare tariffs because they probably could not show 
that the services rendered differed from those given on what 
have been called ordinary trains. Extra fare, for illustration, 
was charged between New York and Chicago via the Lehigh 
Valley or Lackawanna to Buffalo and New York Central or 
Nickel Plate beyond, although the passenger had to go from 
one train to another and some times wait for hours. Such serv- 
ice, it has been suggested, is not warrant for an extra fare. 

Fourth section violations, it has been figured by Commission 
men, take place on the New York Central on account of the 
ability of passengers to buy locally to Buffalo and on the Penn- 
sylvania locally to Harrisburg and Pittsburgh and then buy 
locally from those points into Chicago at less than the through 
fares from New York, on the same trains. 

Spread of the extra fare idea to the west and -the south, 
into New England and between Detroit and Chicago attracted 
the attention of tariff checkers. They began making figures, 
which, when brought to the men before mentioned, caused 
the inquiry which resulted in the filing of the application for 
relief. 

The extra fare idea originated, according to the history that 
has been found by the Commission men interested, about thirty 
two years ago when trains between- New York and Chicago 
began making the run in less than 28 hours. For each hour 
or fraction saved the two big lines between those points began 
charging an extra fare of about $1.20 per hour or fraction saved. 
Now, it is pointed out, practically every train makes the run in 
less than 28 hours, so that what was once the exception has 
become the rule. 

For a long time, if not always, the Baltimore & Ohio re- 
fused to charge extra fare on its fast trains out of Washington, 
for instance. That made it impossible for the Pennsylvania to 
charge an extra fare except from New York itself. That, it is 
said, caused the possibility of a passenger purchasing two local 
tickets from New York to Harrisburg or Pittsburgh and then to 
Chicago. That, it is claimed, constitutes a contravention of 
the aggregate of intermediates. The railroads do not admit it 
but ask for relief from the rule in the event the Commission 
holds that the fourth section is being violated. 


RECIPROCAL BUYING AND ROUTING 


The Trafic World Washington Bureau 


There is not much background material pertaining to the 
Commission’s investigation, No. 22455, in the matter of reci- 
procity in purchasing and routing (see Traffic World, July 27). 
Commissioners Meyer and McManamy have been understod al- 
ways to have taken, perhaps, a greater interest than their 
colleagues in the relations between shippers and carriers grow- 
ing out of the fact that the former have the absolute power of 
routing traffic and are, therefore, in a position, when they con. 
trol a considerable tonnage, to influence the railroads in their 
policies. Some of the government officials have also shown an 
interest in the subject. 

No one has contended that there is any law that forbids 
a shipper saying to a carrier that, unless it buys from the ship- 
per the shipper will not buy from it. When the shipper does 
not route his freight the duty of the carrier is to send the 
traffic via the “cheapest available reasonable route,’’ which 
is the doctrine laid down in the Solum case. The Commission 
has put a still further limitation on the duty of the carrier by 
saying that the carrier’s agent cannot be expected to know 
cheap routes through distant junctions, though in the Poor grain 
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case, it says that the shipper and carrier are equal] 
with knowledge of what the tariffs provide. 

However, the Commission hopes to find out to what ext 
the railroads are influenced in their purchases by the rottin 
of traffic controlled, directly or indirectly, by concerns ttoe 
which purchases of equipment, supplies, or other commodities 
are made. The investigation has been undertaken, according 
to the order of its institution, “with a view to making =e 
order or orders, or taking such other action in the Premises 
as may be warranted by the record.” ” 

Inasmuch as the shipper’s right to route is absolute the 
point has been made that no orders can be issued, but that te 
Commission might recommend to Congress changées in the Ja, 
so as to place limitations on the shipper’s right to route jjs 
freight, especially in regard to intermediate carriers. The right 
to designate the intermediate carriers in cases where there are 
two or more open routes has sometimes been attacked ag cay. 
ing unnecessary freight solicitation, an expense of considerabj, 
size. However, nearly all large shippers are interested ip tran- 
sit privileges. The right to designate intermediate carriers i) 
cases of two or more open routes has been and still is regardg 
as of great value to shippers in a position to avail themselya 
of transit privileges. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 20 totale 
1,078,695 cars, according to the car service division of the Amer. 
ican Railway Association. Compared with the corresponding 
week of last year this was an increase of 44,852 cars and a 
increase of 66,110 over the corresponding week in 1927, (Com. 
pared with the preceding week of this year the total for the 
week ended July 20 was an increase of 14,063 cars, increases 
being reported in the loading of all commodities except live 
stock and coal. 

Revenue freight loading, by districts, the week ended Jul 
20 and for the corresponding period of 1928, was reported as 
follows: 


Eastern district: Grain and grain products, 6,387 and 5,340; live 
stock, 1,916 and 2,126; coal, 36,050 and 35,614; coke, 2,793 and 1,590; 
forest products, 4,503 and 5,522; ore, 7,773 and 4,373; merchandise, 
L. C. L., 71,428 and 69,551; miscellaneous, 111,335 and 107,752; total, 
1929, 242,185; 1928, 231,868; 1927, 230,370. 

Allegheny district: Grain and grain products, 3,955 and 3,149; live 
stock, 1,726 and 1,643; coal, 38,607 and 37,953; coke, 5,699 and 4,864; 
forest products, 3,182 and 3,118; ore, 15,128 and 12,384; merchandise, 
L. C. L., 55,513 and 54,611; miscellaneous, 97,761 and 90,811; total, 
1929, 221,571; 1928, 208,533; 1927, 204,919. 

Pocahontas district: Grain and grain products, 401 and 189; live 
stock, 195 and 170; coal, 43,210 and 39,344; coke, 372 and 386; forest 
products, 1,709 and 1,866; ore, 95 and 115; merchandise, L. C, L 
6,734 and 6,898; miscellaneous, 7,016 and 6,299; total, 1929, 59,732; 
1928, 55,267; 1927, 57,114. 

Southern district: Grain and grain products, 3,921 and 3,429; live 
stock, 1,606 and 1,758; coal, 20,601 and 21,652; coke, 519 and 408; forest 
products, 20,787 and 18,587; ore, 1,153 and 911; merchandise, J. C. lL. 
39,277 and 39,402; miscellaneous, 49,703 and 53,346; total, 1929, 137,il 
1928, 139,494; 1927, 149,521. 4 

Northwestern district: Grain and grain products, 11,147 and 9,30 
live stock, 6,847 and 6,349; coal, 3,809 and 3,814; coke, 1,752 and 1,12 
forest products, 16,164 and 15,564; ore, 50,481 and 42,901; merchandise 

. C. L., 33,818 and 34,074; miscellaneous, 48,578 and 46,120; total 
1929, 172,096; 1928, 159,251; 1927, 154,653. 

Central western district: Grain and grain products, 30,311 ani 
24,863; live stock, 8,224 and 8,438; coal, 8,366 and 8,850; coke 292 and 
262; forest products, 11,606 and 12,109; ore, 4,111 and 3,348; mer- 
chandise, L. C. L., 34,736 and 34,670; miscellaneous, 65,093 and 647%; 
total, 1929, 162,739; 1928, 157,332; 1927, 142,337. ys “a 

Southwestern district: Grain and grain products, 8,577 and 8,958 
live stock, 2,341 and 2,754; coal, 3,859 and 4,227; coke, 132 and 13; 
forest products, 8,747 and 7,936; ore, 576 and 466; merchandise, L. © 
L., 16,511 and 16,496; miscellaneous, 42,062 and 41,140; total, 1%, 
82,805; 1928, 82,098; 1927, 73,671. . i 

Total all roads: Grain and grain products, 64,699 and 55,233; live 
stock, 22,855 and 23,239; coal, 154,502 and 151,454; coke, 11,559 and 
8,755; forest products, 66,698 and 64,702; ore, 79,317 and 64,498; os 
chandise, L. C. L., 257,517 and 255,702; miscellaneous, 421,548 am 
410,260; total, 1929, 1,078,695; 1928, 1,033,843; 1927, 1,012,585. 


Loading of revenue freight in 1929 compared with the (v0 
previous years follows: 
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1929 1928 __ ee 

Four weeks in January............ 3,570,978 3,448,895 3,15 e 
Four weeks in February........... 3,767,758 3,590,742 ot 
Pive WeGes in MATCH.....s..cccecccee 4,807,944 4,752,559 4,827 
Four weeks in April 3,983,978 3,740,307 YT 
Four weeks in May.......... eee 4,205,709 4,005,155 4100 
Dive WGEGKS 11 JURE. «...<.0<.00:00:0 0000 5,260,571 4,924,115 10g 
Week ended July 6 908,832 850,947 ce 
Week ended July 13 1,064,632 1,024,925 Les 
Week ended July 20............... 1,078,695 1,033,843 1,012.9 
pe ane SEE scsindisianinienie —— 

ee Se ee ee ere 28,649,097 27,371,483 28,3901! 


LOW FARES TO PACIFIC COAST 


Railroads operating between Chicago and California have 
announced a reduction of about $27 in the regular one-Way . 
to the coast, effective from August 15 to September 15. _. 
will be honored only in coaches and the fare will be $52.50, 0 
lowest rate for many years. Corresponding reductions ie 
apply east-bound. The low coach excursion fares will be “* 
effective to meet a public demand for lower rail rates 
pre-fall period, it was said. 
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Alexander, if it was Alexander, is 
not the only one entitled to a medal as 
a cutter of Gordian knots. The ever 
modest Commission, with proper humil- 
ity, might apply for one. At times, one would like to heave a 
prick at it for its too great modesty. In the report of division 
;, in No. 3666, the case in which the Commission prescribes 
rules, regulations, and what not for the carriage of explosives 
and other dangerous freight, one of the knots the school chil- 
dren read about was cut. (See Traffic World July 20, p. 152.) 
it was done unobtrusively—so quietly that it was largely over- 
looked. 

The law says that tank cars shall conform to specifications. 
It also says that, when the Commission changes a specifica- 
tin or rule, reasonable notice must be given to the carriers 
to bring their equipment into line. Therefore, to comply with 
the latter part of the law the Commission fixed the date for 
the new specifications at October 10. 

But what of the men who wanted new tank cars before 
October 10? Also, what of the manufacturers who desire to 
build cars between now and October 10, especially in view of 
the fact that rules and regulations are subject to change, on 
short notice? Between the day of promulgation of the new 
rules and specifications, about July 15 and October 10, many 
tank cars could be built and put into service. Shippers of 
petroleum and its products, who, in practically all instances, 
have to furnish their own cars, had hundreds of cars on order 
when the new specifications were promulgated, but the law said 
tank cars had to be of such and such design. In other words 
it seemed that for several months those who desired cars and 
those ready to build them would have to twiddle their thumbs 
so there would be no cars built that would be obsolete soon 
after delivery to owners, and so that no new style cars came 
out on the rails before October 10. 

Usually, in such a situation, a governmental body is help- 
less. But the Commission cut the knot by saying that, as to 
new cars, the new specifications might be deemed to be in 
operation from and after the day of their promulgation. A 
stickler for the law might suggest that the Commission had no 
authority in law for doing anything other than to say that, 
after a reasonable time (in this case, October 10), the new 
ways of building tank cars would have to be observed, leaving 
the intervening period to be composed of dead days, or dies 
hon, as the lawyers might say. 

The insertion of that inconspicuous line saying the new 
tiles or specifications might be deemed to be in effect from 
and after the day of promulgation enabled the car builders 
to 80 ahead and owners of cars to give their orders without 
waiting for October 10. 

But the Commission did not underline that language or do 
aught else to call attention to what it had done to mitigate 
the harshness of the letter of the law. 


on the Cutting of 
Gordian Knots 





When France ratified the Mellon- 
Berenger war loan agreement, the total 
of refunded war debts other nations had 
51.000 ; agreed to pay us went up to $11,554,- 
™ 00. The signers of agreements to return part of what they 
orrowed now number fourteen, Great Britain heading the list 
a France Standing at the bottom of it. The sums they have 
— to pay us are not much, if any, more than half the 
elo called for if the principal and interest covered by 
mr 4 U. notes given in the war period and afterward were 
material The French agreement covers only the excess war 
ap al this country had in France at the time the war came 
aaa. The accumulated principal and interest would be 
Suen “os ability of the debtor nations to pay. The United 
per ie len it went to war, bought the money of its associates 
ieenien it in buying supplies for its armies. The other nations 
Amarien money from us to buy supplies and materials from 
a — There is, therefore, no basis for a cancellation of 
anyboa 8. The United ‘States did not borrow anything from 
ee od other than its citizens. It used the dollars it borrowed 
paid Dn = to buy the money of its associates and then 
ammunitie it obtained from them, in the way of supplies and 
papi on, with the pounds, francs, and other forms of money 

quired. The associates borrowed money from us and then 
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used the dollars so borrowed in paying for the goods and am- 
munition bought in the United States. 

The fourteen nations that have made war debt settlements 
are paying their obligations punctually. Secretary Mellon is 
applying every bit of money received from them for retiring 
the bonds issued for the money borrowed from American citi- 
zens and turned over to the associated nations. 

Before the United States entered the war, the allied nations 
sold some of their bonds in the United States. So did Germany. 
After the United States entered the war the allied nations 
borrowed from the United States government, which obtained 
the money it loaned to them from citizens of the United States. 
The United States did not, directly or indirectly, borrow money 
from the citizens or subjects of the allied nations. Secretary 
Mellon, when the ratification of the French agreement was 
made, felt particularly pleased because that was a difficult job. 
France has its share of demagogues to mislead the French 
citizen into believing that America has been hard-hearted in 
refusing to cancel war debts, of which the United States has 
none, except to its own citizens, whereas France and others of 
the allies borrowed largely from American citizens as well as 
from the United States government. Had the United States 
borrowed anything from any of the allies, there would be 
factors on each side that could be cancelled. 





Americans whose love of the 
eighteenth amendment is represented 
by the minus sign may believe it when 
they assert that the consumption of 
alcohol now is about as great as it was 
a decade ago, but Hungary acts as if 
the fact were otherwise. That is shown by a report to the 
U. S. Department of Commerce that, beginning with September 
1, all motor fuel used in Hungary will be composed of 80 per 
cent of gasoline and 20 per cent of alcohol. Hungary thereby 
joins France, which, for five or six years, has been forcing the 
use of a blend of alcohol and gasoline so as to afford relief to 
the alcohol makers of that country. 

Hungary and France have not found a market for the 
alcoholic liquors they formerly sent to the United States, or 
they would not be condemning alcohol to the low estate of a 
fuel for motors. Alcohol is a poor addition to motor fuel. There 
is too much water in it even when it is of the highest grade. 

The idea, often advanced by sensation loving publications, 
that alcohol could be substituted for gasoline in the automobile 
in this country is more Utopian than anything the discoverer 
of Utopia ever imagined. If all the land now cultivated in 
the United States were devoted to corn growing and all the 
corn were turned into alcohol, the machines in this country 
would have to spend a large part of their time in garages, 
even after about $1,000,000,000 had been spent to fit them for 
using alcohol. 


Hungary Seems to 
Refute a Wet 
Argument 





It is about settled that Italy will 
enter two ships in competition with the 
Bremen and Europa of the North Ger- 
man Lloyd. The Italian government is 
to lend money at 2.5 per cent to Lloyd 
Sabaudo and Navigazione Italiana for 
the building of two liners, somewhat smaller than the German 
ships. They will have a speed of between 27 and 28 knots and 
will cost from 300,000,000 to 350,000,000 paper lire. The govern- 
ment loan will be equal to about 6 per cent of the cost. In 
addition, the ships will be entitled to the premiums or sub- 
sidies for vessels having a speed in excess of 14 knots. On 
that account, the new ships, in fact if not theory, will be prac- 
tically government vessels. 

The possibility that the two Italian ships may decide the 
blue flag of the north Atlantic championship is not worth trying 
for is suggested by the fact that consideration has been given 
to the desirability of having the ships put on the routes to 
South American instead of North American ports. The two 
ships under consideration are to be Parsons turbine driven. 


Italians to Bid for 
the Flag Won by 
the Bremen 





It would be interesting if some 
one could find a way for discover- 
ing how much money the railroads 
of the country collect each year in 
the form of overcharges that are 
not returned to shippers. It might 
not exceed the amount of the uncollected, because not discov- 
ered, undercharges. There is one class of charges that are moral 
if not legal overcharges, which, for the credit of the Commission, 
should be eliminated. They are the reconsignrent charges col- 
lected when shipments are reconsigned on full combinations of 
locals to and from the points of diversion. Inasmuch as the 
Commission, in one of the general reconsignment cases decided 
in the war period, approved such charges, every time it has to 
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Revenue Accruing from 
Undetected Overcharges 
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declare them unreasonable the decision amounts to a reminder 
to the Commission of one of its sins. Every time such a case 
comes along the Commission says, as it has recently said in 
No. 20375, Wallace Coal Company vs. St. Louis and Hannibal 
et al: “We have repeatedly found unreasonable reconsignment 
charges assessed in addition to the sum of the rates to and 
from reconsigning and reforwarding points for the reason that 
no greater service is rendered than would be accorded separate 
shipments.” After having said that, it issues an order requiring 
the carriers concerned to cease and desist from the practice. 
After forty or fifty years have elapsed such cease and desist 
orders, probably, will have been clapped on every railroad in 
the country. Until a railroad has been told to cease and desist 
it has no official information that the imposition of such charges 
is sure to bring forth a reparation order. It might save time 
for the Commission to institute a general investigation in which 
all the railroads were made respondents and issue an order to 
each and every one having tariffs providing for the assessment 
of charges under such conditions, to quit. Then, if any railroad 
were caught exacting the charge, it could be punished for not 
having obeyed an order, in addition to being required to return 
the money. 





The Department of Commerce, by reason 
of its survey of industrial traffic management, 


Causes of ‘ . aggre 
Santas is finding some facts that tend to indicate why 

“ ey the bankruptcy courts are busy and the sellers 
Being Found of red auction flags are reasonably prosperous. 


The survey is being conducted by the depart- 
ment’s transportation division. In one case it found an outstand- 
ing instance of economic waste resulting from failure to co- 
ordinate trucks carrying materials from one part of an auto- 
mobile plant to another. Trucks were going both ways with 
unloaded trailers. In another case, a retail trade publication 
reported that one retail establishment had saved $65,000 in one 
year through the establishment of a traffic department to watch 
packing, marking, and routing of goods. The establishment re- 
ported that the saving on loss and damage claims and the 
proper routing of freight alone almost paid the salaries of the 
100 employees in the traffic department.—A. E. H. 


W. & L. E. STOCK TRUSTEED 


The Trafic World Washington Bureau 


The Department of Justice, on August 1, announced approval 
of by it of a proposal to place in the hands of a trustee the 
stock of the Wheeling and Lake Erie which the Interstate 
Commerce Commission had found had been acquired by the 
Nickel Plate, the New York Central, and the Chesapeake and 
Ohio in violation of the Clayton anti-trust law. The trustee is 
E. R. Fancher. He will be allowed to vote the stock under the 
supervision of the Department of Justice. 

The trust is to continue until more definite disposition can 
be made of the stock, which, it is believed, will be possible, 
when the Commission has made a permanent plan for the con- 
solidation of the railroad in the eastern part of the United 
States. The Commission has power to allow unifications less 
than consolidations and it is possible that a disposition of the 
stock could be made in accordance with a unification plan not 
in conflict with a permanent plan for consolidation, long before 
a consolidation could be achieved. 

The Commission having found that the acquisition of the 
stock was in violation of the Clayton anti-trust law, enforcement 
of which statute is a part of the duty of the Department of 
Justice, the plan for placing the stock in the hands of a trustee 
had to be submitted to the attorney-general. 

Report in No. 21012 

The Commission announced the creation of the trust and 
its approval later in the day in a report in No. 21012, Interstate 
Commerce Commission vs. B. and O., and the two sub-numbers 
thereunder, the latter covering the New York Central and the 
Nickel Plate. The last named suggested the plan. As a part 
of the mechanics of the matter, the Commission allowed the 
Nickel Plate to intervene in the cases against the other roads 
because of its application for permission to buy the interdicted 
stock from the Allegheny Corporation. The plan was approved 
as a satisfactory compliance with the orders of divestiture. 

Termination of the trust, which allows Fancher to vote the 
stock except for the consolidation of the Wheeling with any 
of the defendants in these cases, is to take place if and when 
the Commission authorizes acquisition by the Nickel Plate, or 
if and when the Commission authorizes the C. and O. to ac- 
quire the Wheeling, the Nickel Plate, and other lines, or if and 
when the sale of the stock is authorized. The trust provides 
for the sale of the stock within a year after the Commission 
denies the Nickel Plate and C. and O. applications, if such 
denial is made. 

Commissioner. Farrell noted a dissent. 
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B. R. & P. Acquisition 


At the closing session of the hearing on the ADPlication 
the Baltimore & Ohio to acquire the stock of the Buffalo Ro 
ester & Pittsburgh from the Allegheny Corporation (see "Trafi, 
World, July 26) George M. Shriver, senior Vice-president 
the applicant, on cross-examination admitted that there sep, 
general understanding between the Baltimore & Ohio and the 
Chesapeake & Ohio, in connection with the four-party plan to 
consolidations in the eastern district whereby the Nicke] Plat 
was to have the Wheeling & Lake Erie and the Baltimore j 
Ohio was to have the Buffalo, Rochester & Pittsburgh. He 4, 
nied, however, that there was an agreement to that effe¢ _ 

T. F. Brennan, vice-president of the road that is the by 

- a ne 
of contention in this case, asked the Commission to act 
promptly in this case because the uncertainty of the Status of 
the Buffalo, Rochester & Pittsburgh was hurting the roaq de. 
stroying the morale of the carrier staff and making it uncertain 
what its operating officials should do in the way of Maintaining 
or operating the property because they could not know With 
whom they were dealing. He said the uncertainty had existe 
since 1921, when the Commission made its tentative plan, 

Fred Loeb, a real estate operator at DuBois, Pa., urged th 

teen “ . : ’ e 
Commission to allow the acquisition and Elisha Kane, preside; 
of the Mt. Jewett, Kinzua & Riterville, a short line, said th 
Baltimore & Ohio should acquire that property. 

L. F. Loree, president of the Delaware & Hudson, was th 
chief witness in opposition to the plan of the Baltimore & Ohio 
the Pennsylvania and the Wabash, the other intervening car. 
riers, saying that they would not offer any testimony. In gun. 
ming up his reasons for opposing the application, Mr. Loree said: 
; There are six very plain reasons why it is not in the publi 
interest that the B. R. & P. should now be assigned to the B. & 0. 
These reasons are: The linking of the B. R. & P. with the B, & 0 
was not a part of any plan proposed by Prof. Ripley, although he 
surveyed the entire section of the country with the: very idea o 
subserving the public interest. 

This union of the B. & O. with the B. R. & P. was not a part 
of the ‘“‘star-chamber’’ plan submitted by the three large systems 
when they proposed a four-system plan for eastern railroads; and 
yet the only excuse for proposing any such plan was that they pur. 
ported to conform to the theory that the consolidations should be 
in the public interest. 

; It was no part of the tentative plan submitted by the Commission 
in furtherance of its plans for conserving the public interests in the 
reorganization of railroads. 

It is distinctly hostile to the public interest involved in th 
necessary redistribution of coal and ore brought about and to k 
brought about by the diminution and exhaustion of present supplies 

It is obviously antagonistic to the maintenance of competition 
There is now both active and potential competition in the tran- 
portation of the more important commodities handled by the two 
roads. This is not denied. This is sought to be minimized by th 
B. & O. but largely on the ground of the control already exercised 
over the B. R. & P. In other words, their only claim is that they have 
succeeded to some extent in throttling competition and they now é& 
sire to complete the job. 

There are pending before the Commission plans for the co- 
solidation of railroads which definitely bring before this body th 
effect on the public welfare of the formation of various railroad sy: 
tems so as to maintain general competition and yet produce bette 
service in the public interest. : E 

To shoot in the dark now by granting the application of one rai: 
road for the acquisition of one small but vital link in the tran 
portation system of trunk line territory, without considering eve 
the entire plan of that railroad is so clearly not in the public ir 
terest as to require no comment. , 

It follows therefore, that the only interest that is shown or 4p 
pears here before the Commission is the ambition of the B. & 0 
and as to the interest of that railroad it also appears from analysis 
that the only traffic which is to be developed by this control of th 
B. R. & P. by the B. & O. is either: ’ 

(1) The fear of the loss of overhead traffic now moving by tht 
B. R. & P. There offers no reason for entertaining this fear an 
certainly the public would be as well served if it moved over oe 
of the other of the available routes. : 

(2) A long haul over a heavy grade as against a shorter ovéré 
good grade which the B. & O. now possesses or, 2 

(3) In suppression of competition between the B. & 0. and B. 

P. 


SOUTHERN CLAYTON CASE 


The Commission, in No. 22120, Interstate Commerce Colt 
mission vs. Southern Railway Co., has denied the motion of the 
defendants to dismiss the complaint. The Southern asked for 
dismissal on the ground of a lack of jurisdiction, the acquisiti 
of the Mobile & Ohio and the New Orleans Northeaster, the 
validity of the purchase of the stock of which is questioned 
the Clayton anti-trust law proceeding, having been made m#l 
years before the enactment of the Clayton law. ! 

Arguments were made to the Commission on the motiol 
to dismiss in advance of any further proceedings in the @® 
The fact that the motion was made was taken as indicalllt 
that, at some point, the Southern would take the matter to the 
courts. The city of Mobile contends, in representations made : 
the Commission, that the acquisition of the two roads 
resulted in the suppression of competition and that the Southen 
has and continues to favor New Orleans at the expels ! 
Mobile. Its theory is that if the Mobile & Ohio were divor 
from the Southern system the interest of that carrier would 
in building up Mobile. 
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Decisions of Interstate Commerce Commission 
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COTTON PIECE GOODS REPARATION 


The Commission, on reconsideration in No. 19467, Baker- 
Hanna-Blake Co. et al. vs. Aberdeen & Rockfish et al., has 
modified the report of division 4 in 151 I. C.. C.. 626, with re- 
gect to the basis of reparation on shipment of cotton piece 
200d8, any quantity, from points in Texas to Oklahoma City, 
“ih the former report, division 4 found the rate on cotton 
piece goods, any quantity, from producing points in the south- 
ast to Oklahoma City not unreasonable and the rates on the 
ike commodity also any quantity, from production points in 
Texas to Oklahoma City, unreasonable to the extent they ex- 
ceeded the rates prescribed in the Southwestern Revision. 
Reparation was denied on shipments from the southeastern 
pints and awarded on shipments from the Texas points to 
the basis of the rates found reasonable except where the com- 
plinant had been allowed $1 on the rate by the vendor in 
instances Where such allowance had been made reparation 
vas awarded for the difference. The complainant asked for 
reconsideration. The complainants contended that the Baker- 
Hanna-Blake Co. was entitled to reparation on shipments from 
points in Texas measured by the difference between the rates 
charged and the rates found reasonable instead of the difference 
hetween the rates charged and $1 which was allowed to that 
complainant on the rates. 

The Commission said it appeared from the complainants’ 
memorandum of fact under the shortened procedure that the 
Baker-Hanna-Blake Co. sought reparation only to the basis 
awarded. The Commission said that as that company now 
sought reparation measured by the unreasonableness of the rate 
and that the consignor who bore a portion of the charges did 
not seek reparation, this phase of the case was governed by 
the principle in Missouri Portland Cement Co. vs. Director-Gen- 
eral, 88 I. C. C. 492, and Doughty-McDonald Grocery Co. vs. 
Santa Fe, 155 I. C. C. 47. In those cases the Commission said 
that as the consignee paid the charges he was entitled to re- 
cover the entire amount of the unreasonable charges. In ac: 
cordance with that principle reparation has been awarded to 
the Baker-Hanna-Blake Co. to the full amount. 

Commissioner Brainard concurred in the conclusion and 
Chairman Lewis dissented, in part. 


ALUMINUM RATING 


In a report written by Chairman Lewis in No. 18844, 
Aluminum Co. of America vs. Santa Fe et al., the Commission, 
m reconsideration, has found unreasonable the carload rating 
In Western classification on plate and sheet aluminum to the 
extent it exceeded or may exceed fourth class. It has therefore 
reversed the finding of division 1, 146 I. C. C. 363. The new rating 
is to be made effective not later than September 9. 

The Commission further found that the carload minimum 
weight in the three classifications for sheet aluminum might 
reasonably be increased from 30,000 to 36,000 pounds. The 
former finding in all other respects has been affirmed. 

Commissioner McManamy dissented in part in respect of 
the decision as to scrap aluminum. He said he was still of 
the opinion that the carload rating on that commodity, in 
machine pressed bale, should be reduced to fifth class. Com- 
mssioners Taylor and Porter noted dissents. 


CITRUS FRUIT ROUTES 

The Commission, by division 3, in I. and S. No. 3266, a 
ca miaation case, has found not justified the proposed 
a lation of routes now available in connection with joint 
a m on citrus fruit, carloads, from points on component lines 
tp e Missouri Pacific and Southern Pacific in southern Texas 
st a points in Arkansas, Illinois, Iowa, Kansas, Louis- 
seo iInnesota, Missouri, Nebraska, Oklahoma, Tennessee and 
: a The finding, howevér, is without prejudice to the 
oy hen schedules to the closing of three routes. The 
Pua se ected for closing cover points of origin over the San 
aes 0, Uvalde & Gulf, San Antonio, Tex., and M.-K.-T. and 
yj wections beyond; points of origin over the St. Louis, Browns- 


Weyer Mexico to Houston, Tex., and M.-K.-T. and connections 
ent and points of origin over the San Antonio and Aransas 
0 Waco, Tex., and M.-K.-T. and connections beyond 


Pacific. Proposal to close routes was made by the Missouri 
10 a a the Southern Pacific by cancelling the joint rates 
Pplicable over them. The routes marked for closing were 


all those made in connection with the Missouri-Kansas-Texas 
and St. Louis-San Francisco lines to interstate destinations on 
those lines except routes via Fort Worth, Dallas, Denison, 
Greenville, and Paris, Texas, at which points the Missouri Pa- 
cific and the Southern Pacific deliver traffic to other carriers; 
all routes in connection with the Katy and Frisco lines to 
specified interstate destinations beyond those lines, and other 
routes in connection with other competing carriers. 

The proposing carriers sought to close the routes men- 
tioned so as to retain or obtain the long hauls on the traffic in 
question. The Commission said that there was no showing 
that the cancellation of the routes permitted to be canceled 
would result in undue prejudice or preference or that the can- 
cellation would be detrimental to the public interests. It added 
that it was clear that the respondents were entirely within 
their rights in seeking to obtain the long haul on this traffic. 


IMPORTED CARPET WOOL 


With Commissioners Eastman, Meyer, Woodlock and Tay- 
lor dissenting, the Commission, in No. 20440, Bigelow-Hartford 
Carpet Company vs. New Haven et al., has found unreasonable 
the rates on imported carpet wool, in the grease, in machine- 
pressed bales, carloads, from docks and piers in Boston and 
East Boston, Mass., to Thompsonville, Conn., and from New 
York Harbor points to Clinton, Mass., and Thompsonville, to the 
extent they exceeded 19 cents on a minimum of 50,000 pounds 
and 22.5 cents on a minimum of 30,000 pounds. Reparation to 
that basis was awarded. The complaint was against the rates 
and charges in effect and made between December 12, 1925, 
and October 1, 1927. 

Joined with this case was I. and S. No. 3131, wool from 
New York Harbor points, 148 I. C. C. 775, on reconsideration. 
The schedules suspended in that case proposed to cancel the 
rates of 19 and 22.5 cents found to be the proper basis for 
reparation in the period mentioned. In the prior decision in 
the suspension case the Commission found the increases pro- 
posed had not been justified and ordered the schedules cancelled. 
In this report that decision was affirmed. 

Commissioner Eastman, in a dissenting expression, in which 
he was joined by the other commissioners mentioned, said he 
could not understand how the majority reached its conclusion 
that rates of 19 and 22.5 cents would be reasonable on traffic 
valued from 23 to 52 cents per pound in comparison with the 
rates on iron and steel prescribed in 155 I. C. C. 517, on com- 
modities valued from 1.9 to 4.7 per pound over the same routes, 
ranging from 20 to 27 cents per 100 pounds for the like distances. 





BRASS AND COPPER INGOTS 


In a report by the Commission on reconsideration in No. 
20445, Federated Metals Corporation vs. Pennsylvania et al.; 
No. 20446, Same vs. Same; No. 20447, Same vs. Same, and No. 
20511, Same vs. Same, the findings in the original report, 152 I. 
C. C. 483, were reversed in part. The Commission now finds 
that the rates to Pittsburgh, Pa., on copper ingots, from Canton, 
O., and copper scrap from Rochester and Syracuse, N. Y., and 
from Pittsburgh on brass and copper ingots to Mansfield, Pa., 
Dover, Toronto, and Youngstown, O., Follansbee, W. Va., and 
Rochester and Syracuse, in effect prior to January 27, 1927, 
were not unreasonable. Therefore, the complaints in Nos. 
20446 and 20511 were dismissed. 


PETROLEUM PRODUCTS RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 19960, Texas Co. vs. Santa Fe et al., 
and a sub-number thereunder, Same vs. Same, and No. 20158, 
Panhandle Oil Co. of Arizona vs. Same. The Commission, by 
division 2, in a report written by Commissioner Campbell, said 
the rates on refined petroleum products, other than fuel oil, 
carloads, from Gates and Port Arthur, Tex., and Tulsa, Okla., 
to destinations in Arizona and New Mexico, and from Wichita 
Falls, Tex., to Albuquerque, N. M., were unreasonable prior to 
but not on or subsequent to August 6, 1926. The Commission 
said the rates were unreasonable to the extent that they ex- 
ceeded those established on that date and awarded reparation 
on that basis. 


U. S-CANADA DOOR RATES 
In discontinuing the proceeding in I. and S. No. 3137, 
panels, veneered, from south Pacific coast territory to points 
in Canada and the two other investigation and suspension cases 
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joined with it (see Traffic World, July 27) the Commission, by 
division 3, gives recognition to the right of the Canadian 
railroads to withdraw from joint rates, from the United States 
in Canada, with which they are dissatisfied. No question was 
raised by the protests upon which the Commission suspended 
the tariffs in issue, the report said, as to the lawfulness of the 
rates in their bearing upon the transportation within the 
United States. The records made in the three cases, the re- 
port also said, contained nothing about the lawfulness of the 
rates for the transportation within the United States, the only 
part over which the Commission said it had authority. 

The Commission said that a similar situation was consid- 
ered in Rates on Petroleum and Its Products from Mississippi 
Valley Points to Canadian Points, 128 I. C. C. 545, and 136 I. C. 
C. 605. The result of the cancellation of the joint rates, proposed 
at the instigation of the Canadian lines, the Commission said, 
would be to leave in effect higher combinations to the Canadian 
destinations. The specific finding was that the cancellations 
would not violate the interstate commerce act. 

Other cases covered by the report are I. and S. No. 3157, 
Lauanveneered doors from north Pacific coast territory to east- 
ern Canada, and I. and S. No. 3159, battery separator material 
from California and other western states to eastern Canada. 


PACIFIC COAST LUMBER 


The Commission, by division 3, in finding justified the re- 
vision of rates on lumber and lumber articles proposed in I. and 
S. No. 3251, lumber from Pacific coast points to destinations in 
Colorado, New Mexico and Texas (see Traffic World, July 27), 
approved a revision of rates, upward, ranging as high as 11.5 
cents in cases in which no error in publication was alleged and 
16 cents in one case in which it was alleged an error had been 
committed, proposed by the Southern Pacific and the Santa Fe 
from and to the territories indicated. 

According to the report the general purpose of the revision 
was to eliminate fourth section departures and to bring about 
what the carriers considered to be a more consistent adjustment. 
In making the new adjustment the carriers also proposed reduc- 
tions but the increases caused protests by California lumber 
companies. The Commission treated the proposals under seven 
major headings, each of which, it said, constituted the principal 
proposal in respect of the part of the adjustment under consid- 
eration. 

The finding of justificatin is without limitation and the or- 
der of suspension is vacated as to all the schedules embraced. 


LOUISIANA FERTILIZER RATES 


The Commission, by division 1, in a report written by 
Commissioner McManamy, in No. 18066, Little Rock Chamber 
of Commerce et al. vs. Alabama Great Southern et al., and a 
sub-number, Marshall Cotton Oil Company vs. Alabama & Vicks- 
burg et al., has issued an order directing the carriers not later 
than October 15 to displace the present intrastate rates in 
Louisiana on commercial fertilizer and acid phosphate with 
rates made in accordance with the scale prescribed in Consoli- 
dated Southwestern Cases, 123 I. C. C. 203. The findings in 
the original report, 151 I. C. C. 331, holding that there was un- 
just discrimination and undue prejudice and preference arising 
from the intrastate rates in Louisiana on commercial fertilizer 
and acid phosphate was affirmed. 

Entry of an order respecting the Louisiana intrastate rates, 
Commissioner McManamy said, was held in abeyance when the 
prior report was made to afford the Louisiana Commission an 
opportunity to readjust the intrastate rates in accordance with 
the findings without an order. Ninety days were allowed for 
the bringing of the Louisiana rates into harmony with the 
Southwestern Revision through action by the Louisiana com- 
mission. 

When the carriers asked the Louisiana body to act the 
latter construed the federal Commission finding as being lim- 
ited to traffic between the part of the state west of the Mis- 
sippi River and the northern part of the state. Commissioner 
McManamy said the findings were not so limited. He said 
there was no particular line which marked the extent to which 
complainants could expect to ship into Louisiana under a non- 
discriminatory rate adjustment. He said the fact that Louis- 
iana shippers had natural advantages over complainants by 
reason of their location was no reason for according the for- 
mer a further advantage through preferential rates to Louis- 
iana destinations. 


LUMBER DEMURRAGE 


In an exceptionally detailed report, written by Commis- 
sioner Woodlock, in No. 16591, Milne Lumber Company vs. 
Missouri Pacific et al., and four other complaints by the same 
company, the whole Commission has passed on the questions 
whether the railroads overcharged the complainant in the mat- 
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ter of demurrage for the detention of cars loaded with lumber 


or caused overcharges by misrouting or use of WTOng rate 
The other complaints embraced in this report were: No, 16563 
Same vs. Detroit, Grand Haven & Milwaukee et al.; No, jg: 
Same vs. Nickel Plate et al.; No. 16574, Same vs. Same, and ; 


sub-number under the last mentioned, Same vs. Detroit, Grand 
Haven & Milwaukee et al. 
In each case an award of reparation was made. In the title 


case an award of $114 was made on account of inapplicabj, 
demurrage charges for detention, at Buffalo, N. Y., on a - 
from Wilmar, Ark. In the other cases the Commission found 
overcharges for transportation, misrouting and inapplicable g. 
murrage for various smaller sums to be paid by various cap. 
riers on cars that were sent first to one consignee and then to 
another on account of refusals or other reasons for moving 
them from one place to another. Five cars were involyej 
Some of the transactions were as far back as December, 1999 
In the case of one car shipped from Meridian, Miss., to Marine 
Ill., and thence to Detroit and Wyandotte, Mich., the date 
shown in Mr. Woodlock’s long recital indicate that the car was 
forwarded in the latter part of December, 1922, but did no 
come to rest finally, until in August, 1923. In that case the 
carriers claimed approximately $1,000 as charges due, 

The complexity in the cases seemed to have been causej 
by the failure of the carriers to have their agents match the 
car movements and notices of refusal, reconsignments and » 
forth with the terms of their tariffs. 


INTERMEDIATE RULE ON SOAP 


The Commission, by division 5, in a report written by 
Commissioner Farrell, has dismissed No. 20336, James §. Kirk 
& Co. vs. Big Four, opinion No. 14749, 156 I. C. C. 145-6, holding 
that a rate of 25 cents, the fifth class, minimum 36,000 pounds, 
was applicable on 29 carloads of soap shipped in 1923 and 1994 
from Chicago, Ill., to Indianapolis, Ind. The complainant con. 
tended that a commodity rate of 20.5 cents, minimum 40,00) 
pounds, specifically published from Chicago to Peoria, IIL. was 
applicable to Indianapolis under an intermediate application 
rule. 

Commissioner Farrell said that the 20.5 cent rate was part 
of an item originally subject to a provision that it applied via 
the Burlington or the Rock Island. Afterward additional routes 
were added by provisions in the items naming the rates, but 
no interstate routing was specifically shown until November 
10, 1923. At no time, said Mr. Farrell, was routing over the 
Illinois Central and Big Four provided. The routing instructions 
in the tariff, he said, contained a clause saying that where no 
routing was shown rates would not apply. The traffic in ques- 
tion moved over the Illinois Central to Kankakee, III., and thence 
over the Big Four to Indianapolis. Mr. Farrell said that inas- 
much as there never was any routing over the Illinois Central of 
Big Four shown in the tariff the rate of 20.5 cents could not 
have been applied via the route over which this traffic was 
moved. 

Mr. Farrell pointed out that the short line distance from 
Chicago to Peoria was 155 miles. He said that for the traffic 
to have been carried by the Illinois Central and Big Four be 
tween Chicago and Peoria, with Indianapolis .an intermediate 
point, the soap would have had to have been hauled 194 miles to 
Indianapolis and then 211 miles to Peoria. 


CLASS RATES UNJUSTIFIED 


The Commission, by division 2, in a report written by Com- 
missioner Campbell, in I. and S. No. 3221, class rates between Utab 
and adjacent states and southwestern and western trunk line 
territories has found not justified the proposed joint class rates 
between points in western trunk line and southwestern territories 
on the one hand, and points in Utah and other states on the 
other hand. The suspended schedules have been ordered cal 
celed and the proceedings discontinued. or 

Commissioner Campbell said the evidence offered in just: 
fication of the proposals was very meager and did not relate 
to most of the proposed rates. He said the railroads relied 
largely upon a statement that the proposed rates were — 
an effort to comply with fourth section order Nos. 9015 an 
9467. He said that in view of the respondents’ failure to off 
evidence in justification of most of the rates proposed and the 
meager showing made in respect of those which they had at 
tempted to justify, the Commission deemed it unnecessary to 
discuss the evidence that was submitted. 


COMMISSION REPORTS 


Old Steel Rails ; 

No. 20908. Hyman-Michaels Co. vs. Illinois Central he 

By division 2. Rates charged on old steel rails and angie “ 
Paducah, Ky., to Winslow Ind., in August, 1927, inapPNe 
Applicable rates were $4.50 per long ton on rails and 37.5 cele 
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1100 pounds on angle bars. They were found not unreason- 
able Commissioner Campbell dissented from that part finding 
rv $4.50 rate on rails not unreasonable. 

Hammered Building Granite 


No. 21089. Freight Traffic Department, Concord Chamber 
of Commerce, Concord, N. H., vs. Boston & Maine et al. By 
division 5. Rate charged on hammered building granite, Con- 
word, N. H., to Jersey City, N. J., applicable but unreasonable 
to the extent it exceeded 24 cents. Reparation of $183.64, with 
interest, awarded. 

Coal 

No. 21096. Illinois Malleable Iron Co. vs. C. I. & L. et al. 
py division 3. Complaint dismissed. Rates on coal, Oliver 
springs, Tenn., to Chicago, Ill, not unreasonable or unduly 
perjudicial. 

Steel Ice Cans 

No. 21196. Lerio Patent Cup Co. vs. L. & N. et al. By 
division 2. Rate charged on a carload of galvanized steel 
ice cans, Mobile, Ala., to Eagle Pass, Tex., umreasonable to the 
extent it exceeded $1.765 on a minimum of 14,000 pounds. 
Reparation of $78.10, with interest, awarded. 

Paving Brick 

No. 21366. Toronto Fire Clay Co. vs. Pennsylvania et al. 
By division 2. Complaint dismissed. Rate on paving brick, 
Empire, O., to Coraopolis, Pa., not unreasonable or otherwise 
unlawful. 

Lumber 

No. 21503. Steel City Lumber Co. vs. Blue Ridge Railway 
et al. By division 2. Rate on lumber, West Union, S. C., to 
Boswell, N. C., inapplicable. Applicable rate 16 cents. Repara- 
tion of $27.23, with interest, awarded. 

Refuse Peanuts 


No. 21559. F. S. Royster Guano Co. vs. A. C. L. By 
division 5. Complaint dismissed. Rate on refuse peanuts, 
carloads, Suffolk, Va., to Tarboro, N. C., not unreasonable. 


Lumber 


No. 21568. Lobdell-Emery Manufacturing Co. vs. Ann Arbor 
etal. By division 5. Rate charged on lumber, Green Valley, 
Ontario, Canada, to Alma, Mich., inapplicable. Rate, Alexandria 
and Casselman to Alma found applicable. Rate found unreason- 
alle and reparation of $778.70, with interest, awarded. 
Applicable rate from Green Valley 36.5 cents which was found 
unreasonable to the extent it exceeded 34 cents. Commissioner 
Farrell dissented, in part, saying there was no testimony show- 
ing that the rate from Green Valley was in violation of the 
fourth section regardless of whether the Commission could 
exercise jurisdiction over a violation for a part of the trans- 
portation in Canada. 

Iron Pipe and Casings 


No. 17454. Oklahoma Salvage & Supply Co. vs. Wichita 
Falls, Ranger & Fort Worth et al. By the Commission. Repara- 
lion awarded on shipments of iron pipe and casing, carloads, 
Edhobby and Jakehamon, Tex., to Okmulgee, Okla., to the basis 
of rates found unreasonable in Prairie Pipe Line Co. vs. A. W., 
132 1. C. C. 56, and 146 I. C. C. 149. Commissioner Farrell con- 
curred in the award of reparation but dissented from the basis 
of the reparation, saying that the rates prescribed in the South- 
western Revision should have been used. Commissioners Camp- 
bell and Brainerd concurred in that expression and Com- 
missioner Taylor dissented. 


Common Sand and Gravel 


No. 20028. American Cellulose & Chemical Manufacturing 
Co., Ltd., vs. Pennsylvania et al. By the Commission, on recon- 
sideration. Original report, 148, I. C. C. 70, reversed in part. 
Rate on common sand, Menatico, N. J., to Ameele, Md., un- 
Teasonable and in violation of the aggregate-of-intermediates 
Provision of section 4 of the interstate commerce act, and rate 
on gravel, from and to the same points unreasonable but not 
otherwise unlawful. Rate found unreasonable to the extent it 
9 pe or might exceed $3.60 per net ton. Reparation of 
ge: with interest, awarded. New rate to be made effective 
ao” than October 9. Commissioner Woodlock noted a 


Iron and Steel 


B Pay 18031, American Motor Body Corporation et al. vs. 

ma - @t al. By division 4. Complaint dismissed. Alleged 

ene menbleness of rates on iron and steel articles, points in 

disp oe West Virginia and Ohio to Philadelphia, Pa., 

Smith 1 of by the decision in No. 17000, part 6, the Hoch- 

Onder _ and Steel case, 155 I. C. C. 517, decided on June 3. 
n that case is effective October 20. 


Manure 


M. H. Luten vs. Central of Georgia et al. By 
carloads, 


__No. 21628, 
division 5, 


Rates on manure, Hartford, Ala., to 
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Quincy, Fla., unreasonable to the extent they exceeded $2.46 
per net ton. Reparation of $293.77 awarded. 


Smoked Salt 


No. 20786. Wilson Griffin Co. vs. Great Northern et al. 
By division 5. Rate on a carload of smoked salt, Cincinnati, O., 
to Watertown, S. D., not unreasonable. Complaint dismissed. 


Canned Apples 
No. 20882. McDowell County Wholesale Co. vs. New York 
Central et al. By division 2. Less-than-carload shipment of 
canned apples, Morton, N. Y., to Welch, W. Va., misrouted by 
the New York Central. Reparation of $9.30 awarded. 


Wooden Flag Poles 


No. 21183. National Mill & Lumber Co. vs. Southern Pacific 
Co. By division 3. Rate on two carloads of wooden flag poles, 
loose, Sather, Calif., to Reno, Nev., unreasonable, to the extent 
it exceeded 57.5 cents, subjcet to a minimum of 30,000 pounds. 
Reparation of $224.32 awarded. 


Lubricating Oil 


No. 21205. A. Bosarge vs. Louisiana Railway & Navigation 
Co. et al. By division 2. Carload rates on lubricating oil, 
Clinton, Tex., and on gas oil from Shreveport, La., to Bayou 
la Batre, Ala., exceeded 13 cents. Reparation awarded. The 
Mobile, Ala., exceeded 13 cents. Reparation awarded. The 
question of rates for the future on the commodities mentioned 
being before the Commission for decision in No. 17,000, Part 4, 
Petroleum and Petroleum Products, and No. 18458, General 
Petroleum Investigation, the Commission said no finding for the 
future was here warranted. 


TELEPHONE ACQUISITION 
With Commissioner Eastman noting a dissent, the Commis- 
sion, by division 4, in Finance No. 7614 has authorized the Bell 
Telephone Co. of Pennsylvania to acquire the properties of the 
Cresco & Greentown Telephone Co. 


THE SANTA FE SUBSIDIARY 

The Commission, by division 4, in Finance No. 7627, bonds 
of Corona & Santa Fe, has authorized the Corona & Santa Fe to 
issue one first mortgage six per cent gold bond, series A, for 
$850,000 to be delivered to the Santa Fe, the parent company, 
in repayment of advances made for construction, additions, and 
betterments to the Corona. Commissioner Eastman noted a 
dissent. 





LISBON CONSTRUCTION CASE 


The Commission, in Finance No. 6754, construction of 
branches by Pittsburgh, Lisbon & Western, has denied the pe- 
tition of the applicant for reconsideration of its application for 
permission to construct branches so as to have a rail line from 
Smith’s Ferry, Pa., to the Youngstown, 0O., steel district. The 
applicant asked for reconsideration in view of the fact that 
it had tentatively made arrangements for the use of an electric 
line near Youngstown, which would result in cutting down the 
amount of new construction required. 


FINANCE APPLICATIONS 


Finance No. 5617 (supplemental). Union Freight Railroad Co. asks 
authority to extend, for three years, a $60,000 5.5 per cent mortgage 
note, from June 10, 1929. 

Finance No. 7749, United New Jersey Railroad & Canal Co. asks 
for authority to issue $6,020,000 of general mortgage 4.5 per cent gold 
bonds to be delivered to the Pennsylvania Railroad, lessee of the 
property, to reimburse it for funds which it will expend in the 
payment of a like amount of general mortgage 4 per cent bonds 
of the applicant which will mature September 1. 

Finance No. 7744. New York Central asks for authority to assume 
obligation and liability in respect of the outstanding securities of the 
Cleveland, Cincinnati & St. Louis, the Michigan Central and_ the 
Chicago, Kalamazoo & Saginaw, the properties of which the Com- 
mission recently authorized the New York Central to lease for 99 
years as part of its system unification plan. : 

Finance No. 7745. The Cleveland, Cincinnati, Chicago & St. Louis 
asks for authority to assume obligation and liability in respect to 
the securities of the Cincinnati Northern and the Evansville, Indian- 
apolis & Terre Haute, which it was authorized to lease; also a part 
of the New York Central unification plan. 

Finance No. 7743. The Great Northern has applied for a cer- 
tificate authorizing it to construct and operate an extension from 
Richey, Mont., to a point in McCone county, a distance of 32 miles. 

Finance No. 7747. Abilene & Southern asks for authority to con- 
struct an extension of its line from Ballinger to San Angelo, Tex. 
The applicant asserts that construction of the extension will afford 
additional transportation facilities to the city of San Angelo and to 
the agricultural territory through which the proposed line will pass. 
Funds for construction will be advanced by the Texas & Pacific. 

Finance No. 7742—Joint application of Public Utilities Consoli- 
dated Corporation and Public Utilities California Corporation for 
authority to the Arizona, California and Nevada Telephone Co. to 
transfer its telephone properties and business to Public Utilities 
Consolidated Corporation and Public Utilities California Corporation 
and for the last mentioned companies to acquire the properties and 
business of the first mentioned corporations. 

Finance No. 7741—Western Maryland asks authority nominally to 
issue $3,365,000 of first and refunding mortgage 5% per cent bonds 
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to ~ held in its treasury pending the further order of the Com- 
mission. 

Finance No. 7750. Greenbrier, Cheat & Elk has applied for author- 
ity to acquire three lines of railroad in West Virginia, from the West 
Virginia Midland for $650,000 of its 5 per cent gold bonds, the principal 
and interest of which are to be assumed by the Western Maryland. 
The latter controls the applicant. The lines extend from Bergoo to 
Webster Springs, 12 miles, from Webster Springs 2 miles down the 
Elk River and from Webster Springs 5 miles up the Elk River. The 
applicant has also asked for authority to issue the bonds. It says the 
new lines will be operated by the Western Maryland. 

Finance No. 7754. Boise & Western, the new owner of the Boise 
Valley Traction lines, extending from Boise City to Onweiler Junc- 
tion, Ida., has applied to the Commission for authority to operate 
over those tracks. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7717, authorizing the Galveston 
Wharf Co. to issue $2,245,000 of refunding mortgage 5% per cent gold 
bonds, series B, said bonds to be sold at not less than 95 per cent 
of par and accrued interest to reimburse the applicant in part for 
expenditures heretofore made and not capitalized, and to provide for 
further capital expenditures, approved. 

Supplemental report and order in F. D. No. 7081, notes of Chi- 
cago, Springfield & St. Louis Railway Co., authorizing that company 
to renew, from time to time, not exceeding $37,201.26, principal amount 
of unsecured promissory notes, approved. 

Report and order in F. D. No. 7696, authorizing the New York, 
Ontario & Western to assume obligation and liability in respect of 
$660,000 of New York, Ontario & Western equipment-trust certificates, 
to be issued by the Chase National Bank of the City of New York, 
as trustee, under an agreement dated July 1, 1929, and sold at not 
less than 97 per cent of par and accrued dividends in connection with 
the procurement of 10 locomotives, approved. 

Report and order in F. D. No. 7667, authorizing the Chicago, 
Rock Island & Pacific to assume obligation and liability in respect of 
$9,450,000 of equipment-trust certificates, issue of 1929, series P, 
to be issued by the National Park Bank under an agreement to be 
dated August 1, 1929, and to be sold at not less than 94.697 per cent 
of par and accrued dividends in connection with the procurement 
of certain equipment, approved. 

Third supplemental report and order in F. D. No. 3459, authoriz- 
ing the acquisition by the St. Louis-Southwestern of Texas of con- 
trol of the Stephenville North & South Texas by supplemental lease, 
approved. 

Order in F. D. No. 4555, extending to July 1, 1930, the time within 
which the Denver & Salt Lake Western and/or the Denver & Salt 
Lake shall file draft of contract or agreement, approved. 

Report and certificate in F. D. No. 7659, authorizing the New 
Orleans, Natalbany & Natchez to operate, under lease, over the line 
of railroad of the Natalbany Lumber Co., Ltd., in Tangipahoa parish, 
La., approved. 

Report and order in F. D. No. 7700, authorizing the Mayo & 
Cook’s Hammock R. R. Co. to issue 500 shares of common stock 
without nominal or par value and $150,000 of series A first-mortgage 
7 per cent gold bonds, the stock and bonds to be sold or otherwise 
disposed of at not less than $100 a share for the stock and 90 per 
cent of par and accrued interest for the bonds, the proceeds or the 
securities to be used to pay for constructing and equipping ap- 
plicant’s proposed line of railroad and for working capital, approved. 





COMMISSION ORDERS 


Ex Parte No. 96, through routes and joint rates between 
Inland Waterways Corporation and other common carriers. 
Commission’s order of April 8, by its terms requiring estab- 
lishment of the through routes and joint rates prescribed therein 
on or before August 27 upon thirty days’ notice, has been 
modified to permit the establishment of the routes and rates on 
or before November 25; also through routes and joint rates 
prescribed from points in trunk-line territory to ports served 
by Inland Waterways Corporation permitted to be filed and 
posted upon fifteen days’ notice instead of thirty days as 
originally required. 

Finance No. 7684, application of the St. Louis Southwestern 
Ry. for authority to extend its line to Riverdale and Fair Oaks, 
Ark., and Memphis, Tenn. The Arkansas Short Line has been 
permitted to intervene. 

No. 17822, River Raisin Paper Co. vs. C. B. & Q. et al., and 
No. 17060, Frohman Chemical Co. vs. B. & O. et al. Proceed- 
ings reopened for reconsideration on the present record on the 
subject of reparation. 

No. 18098 (and consolidated cases), Montello Granite Co. 
vs. M. St. P. & S. S. M. et al. Complainant’s petition for re- 
opening denied. 

No. 18161 (and Sub. No. i), Sinclair Oil & Gas Co. vs. C. R. 
I. & G. et al. Proceeding reopened for further hearing to de- 
termine whether any shipments were routed by shippers over 
the shortest available routes where they were more than 15 
per cent longer than the rate-making routés. 

No. 18267, Wisconsin Lime & Cement Co. vs. Santa Fe et al. 
Complainant’s second petition for reopening denied. 

No. 19517, Continental Paper & Bag Mills Corp vs. Atlantic 
City R. R. et al. Complainant’s petition for rehearing or re- 
argument denied, but proceeding reopened for reconsideration 
on the present record. 

No. 19525, Mississippi Hardwood Lumber Co. vs. Tennessee 
Central et al. Proceeding reopened for rehearing under the 
shortened procedure plan. 

No. 19858, Aetna Oil Service, Inc., vs. B. & O. et al. Com- 
mission’s order of September 29, 1928, modified to the extent 
of permitting the C. C. C. & St. L. Ry. to no longer maintain 
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the rate prescribed over the rails of the B. & O. R. R 
Louisville, Ky., to North Vernon, Ind. ‘ 

No. 19914 (and Sub. No. 1), Huey & Philip Hardware r 
et al. vs. A. & V. Ry. et al. Complainants’ petition for reegp 
sideration and/or rehearing denied. 7 

No. 20441, Arnold Fruit Co. et al. vs. B. & O. R. R. et y 
Complainants’ and interveners’ petition for reconsideration de. 
nied. 

No. 21472, Burley Tobacco Growers’ Cooperative Association 
vs. C. & O. Ry. et al. Petition of C. & O. Ry. for reconsige, 
tion of the finding of misrouting, denied. 

No. 22256, Retort Chemical Co. vs. L. & N. RR, tT, 
Tennessee Products Corporation has been permitted to inte. 
vene. 

No. 22374, Continental Oil Company vs. Abilene & Souther, 
et al. The Shell Petroleum Corporation has been permite 
to intervene. 

No. 22402, Rockwood Alabama Stone Co. vs. Nor. Ala, Ry 
et al. The Indiana Limestone Company has been permitte; 
to intervene. 

Finance No. 7450, In re application of Baltimore & (hip 
for authority to acquire control of certain carriers in easter 
territory. The Chicago Association of Commerce has bee, 
permitted to intervene. 

Finance No. 7460, In re application of Chesapeake & Ohiy 
for authority to acquire control of certain carriers. The Chicago 
Association of Commerce and the East Jordan & Southern Rail. 
road have been permitted to intervene. 

Finance Nos. 7683 and 7684, In re application of St. Louis 
Southwestern Railway to extend its line of road. The St. Louis 
San Francisco has been permitted to intervene. 

No. 11446, Northern West Virginia Coal Operators’ Associa. 
tion vs, Pennsylvania, Director General, et al. Petition for recon. 
sideration of complainants’ prior petition for reconsideration 
and request for reargument and reconsideration on the present 
record, denied. 

No. 20744, C. F. Arnold & Co. vs. Missouri Pacific et al 
Proceeding has been reopened for reconsideration upon the 
record as made. 

No. 22076, Universal Paper Bag Co. vs. Norfolk & Westen 
et al. Complainant permitted to amend the complaint. 


No. 22300, Missouri Portland Cement Co. vs. Abilene & 
Southern et al. The Iola Cement Mills Traffic Association and 
Oklahoma Portland Cement Co. have been permitted to inter 
vene. 

No. 22317, Illinois Clay Products Co. vs. E. J. & E. et al 
Harbison-Walker Refractories Company has been permitted to 
intervene, 

No. 22345, Carolina Shippers’ Association et al. vs. A.C. L 
et al. Complaint amended by making the Welton Fruit é 
Produce Co. and the Jeffreys & Sons additional parties com 
plainant. 

No. 22374, The Continental Oil Co. vs. Abilene & Souther 
et al. The White Eagle Oil and Refining Co. has been per 
mitted to intervene. 

No. 17617, Keystone Glue Co. et al. vs. Southern et al. Peti 
tion of the C. & O. and N. & W. for rehearing has been denied 

No. 16496, National Car Coupler Co. vs. Santa Fe et al. De 
fendants’ petition for reargument and/or reconsideration has 
been denied. 

No. 20233, Nueces County Navigation District No. 1 vs. Abi 
lene & Southern et al. Commission’s order entered on May 2, 
which was by its terms made effective on August 26 upon thirty 
days’ notice, has been modified so that it will become effective 
on September 20 upon not less than thirty days’ notice. : 

No. 22405, Omaha Live Stock Exchange et al. vs. C. & N.¥. 
et al. - The South St. Joseph Live Stock Exchange has been Pe 
mitted to intervene. 

Finance No. 5008, In re Control of Central California Tne 
tion Company. Petition for reconsideration or rehearing fle 
by Southern Pacific Company has been denied. 

No. 20583, Continental Steel Corporation vs. A. C. & Y.# 
al. Commission’s order of May 8 in this proceeding, by ® 
terms effective on August 1, upon five days’ notice, has be! 
modified so that it will become effective on September 1, uy 
not less than fifteen days’ notice. , 

No. 15234, In the matter of Divisions of Freight Rates ® 
Western and Mountain-Pacific Territories. Commission's order 
of June 10 has been amended and effective date of order Ii 
been postponed from August 1 to October 1. a a 

Finance No. 7564, In re construction and operation ” 
Cisco & Northeastern. The time prescribed within which 
Cisco & Northeastern shall commence and complete the a 
struction of the interchange track authorized by the Com 
sion has been extended to October 1, 1929, and March 1, 193, 
respectively. 
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Proposed Reports in I. C. C. Cases 





S. W. FOURTH SECTION CASE 


In a proposed report on fourth section application Nos. 
13560, 18247 and a part of 13470, with which a partial reopening 
of fourth section order No. 7542 was joined, Examiner Arthur 
Kettler has recommended that the applicants be given limited 
authority to maintain rates over their lines or routes within, 
from, or to southwestern, southwestern differential, and Kan- 
sasMissouri territories, and through those territories from or 
to adjoining territories, the same as those maintained over 
lower rated competing lines or routes from and to the same 
points, without observing the long-and-short-haul provision of 
section 4 of the interstate commerce act. This proceeding is 
an outgrowth of Consolidated Southwestern Cases, 123 I. C. C. 
993, 139 I. C. C. 535, 144 I. C. C. 630, 147 I. C. C. 165, 148 I. C. C. 
999, and 148 I. C. C. 613. The applications cover traffic which 
the railroads of the country desire to haul over the circuitous 
routes from, within, and to the southwest and the Kansas- 
Missouri territory on the rates applicable over the short routes. 


Protection for long-and-short-haul departures is now af- 
forded by fourth section application No. 13560, the filing of 
which was authorized by fourth section order No. 9600, which 
is applicable to the rates established in the southwestern re- 
vision. 

Kettler discussed questions raised by the applications un- 
der the captions: Differences in classifications and commodity 
descriptions; circuity; divergent rate levels; short and weak 
lines; intrastate. rates; departures in rates not prescribed or 
approved; wasteful transportation, and reasonably compensa- 
tory rates. In disposing of the case, Kettler said: 


The applicants should be authorized to maintain rates over routes 
within the usual limitations as to circuity, the same as the pre- 
scribed or approved rates over the lowest-rated tariff route from and 
to the same points and to maintain higher rates prescribed or ap- 
proved for application at intermediate points but not higher than 
the lowest combination, provided, that the percentage of discrimina- 
tion against intermediate points shall in no instance be greater than 
that in the first-class rates prescribed or approved as maxima over 
the same routes from and to the same points, and provided further, 
that in instances where the scale or scales of first-class rates pre- 
scribed or approved as a basis for rates over the shortest tariff route 
between the competitive points, or between either of the competitive 
points and an intermediate gateway, are not lower than the scale 
or scales of first-class rates prescribed as a basis for rates over 
the petitioning route between intermediate points, or between inter- 
mediate points and the same gateway, the authority granted should 
be subject to the equi-distant provision, except that differentials for 
short and weak lines may be added if authorized. 

The applicants should be further authorized to maintain fourth- 
section departures in rates not prescribed or approved over routes 
within the usual limitations as to circuity, subject to the provisions 
imposed in connection with departures in the prescribed or approved 
fates herein authorized, and subject further to the provision that 
the amount of the discrimination against intermediate points in the 
interterritorial first-class rates shall not be greater than that in the 
maximum first-class rates prescribed or approved for application to 
or from the gateways via which the interterritorial rates apply and 
that the percentage of discrimination against intermediate points in 
the interterritorial rates lower than first-class rates shall not be 
greater than the percentage of discrimination against intermediate 
points in the interterritorial first-class rates, except where the 
petitioning and competing routes operate via different gateways. 

All other and further relief prayed is without sufficient justi- 
fication and should be denied, and all relief heretofore granted which 
is in conflict with that herein granted should be rescinded. 

The authority granted in connection with rates not prescribed 
should be without prejudice in the determination of any complaint 
or investigation in respect of such rates. 


ANTHRACITE COAL RATES 

Attorney Examiner John H. Howell, in No. 20286, Central 
New Jersey Coal Exchange et al. vs. Central Railroad of New 
Jersey et al, and a sub-number, Tegen & Weibke Co. et al. vs. 
Same, has recommended that the Commission find unreasonable 
the rates on anthracite coal from mines in Pennsylvania to 
destinations in New Jersey, prescribe new ones, and award 
Teparation on shipments to Newark, West Newark and Har- 
rison, N. J. 

_ Howell said that the Commission should find the rates from 
mines on the Lehigh Valley and Central of New Jersey to 
Points on the Pennsylvania unreasonable to the extent they 
exceeded or might exceed $2.39, on prepared sizes, and $2.27 
on pea and smaller sizes, per gross ton. 

_ He said that it should find the rates to Newark, West 
Newark and Harrison, on the Pennsylvania, from mines on the 
Lackawanna, were and are unreasonable to the extent they 
exceeded or exceed rates heretofore mentioned to points in 
Pe New Jersey. Further, Howell said, the Commission 
should find unreasonable the rates to Trenton, N. J., from mines 


on the Reading in the Schuylkill region, from mines on the 
Pennsylvania in the Lehigh and Schuylkill regions, and mines on 
the Lehigh and Central of New Jersey in the Lehigh, Schuylkill 
and Wyoming regions, to the extent they exceeded or might ex- 
ceed $2.39 on prepared sizes and $2.27 on pea and small sizes, and 
from mines on the Pennsylvania in the Wyoming region exceeded 
or might exceed $2.52 on the prepared sizes and $2.39 on the 
pea and smaller sizes. 


WELL-BORING OUTFIT RATES 

Reduced rates on well-boring or oil-well supplies and rig 
iron have been proposed by Examiner R. G. Taylor, on further 
hearing in the Consolidated Southwestern Cases. He now recom- 
mends that the rates on the first mentioned group of commodi- 
ties, collectively known as oil-well supplies, be made column 
42.5 instead of column 45 as prescribed in the original report, 123 
I. C. C. 203 and that column 36 instead of column 38 rates be 
prescribed on rig irons. He said that that lowering of the rates 
should be accomplished by modifying section 2 of Appendix 16 
of the original report. 

The examiner said that the Commission should find that 
where by the application of the southwestern distance scale of 
first class (column 100 rates) from origin points outside of 
southwestern territory, lower rates would result than by the 
application of the specific first class (column 100) group rates, 
provision should be made for their alternative use. 

This report embraces No. 13535, Corporation Commission of 
Oklahoma vs. Aberdeen & Rockfish et al.; No. 14880, Dallas 
Chamber of Commerce et al. vs. Aberdeen & Rockfish et al.; 
No. 14416, Little Rock Board of Commerce vs. Abilene & South- 
ern et al.; No. 15463, St. Louis Chamber of Commerce et al.; vs. 
Aberdeen & Rockfish et al.; and I. and S. Nos. 2097 and 2271, 
rates to southwestern destinations. 


PADDY RICE FOR EXPORT 


Taking an earlier case on the same subject as a guide, 
Examiner Michael T. Corcoran, in No. 21822, Rice Growers’ 
Association of California vs. Southern Pacific, has recommended 
that the Commission find unreasonable the rates on paddy rice, 
carloads, from producing points on the Southern Pacific, in 
California, to San Francisco, for export to the extent they ex- 
ceed the contemporaneous rates on grain by more than 25 per 
cent, on minima prescribed in Lake Charles Rice Milling Com- 
pany vs. A. & N., 63 I. C. C. 18. He recommended reparation. 
The level of the rates recommended is the same as that pre- 
scribed in Rosenberg Bros. & Co. vs. Director-General, 69 I. C. 
C. 108. In that case the intrastate rates on paddy rice in the 
period of federal control were found unreasonable to the ex- 
tent they exceeded the contemporaneous rates on grain by 
more than 25 per cent. 

In this case the complainants asked for rates on the ex- 
port rice no higher than the rates on intrastate shipments. 
The rates charged, the examiner pointed out, exceeded those 
on fresh fruits and fat cattle. The complainants sought repa- 
ration on account of their shipments of paddy rice, for export, 
in 1928, to South America, an unusual movement resulting 
from the fact that early in 1928 there was a hold-over from 
the crop of the preceding year amounting to about 800,000 
bags, of which 700,000 bags were controlled by the complaining 
association. 


RIO GRANDE OIL RATES 


Standard and narrow gauge scales for use in the making of 
rates on petroleum products from points in Kansas, Oklahoma, 
Texas and Wyoming to destinations on the Denver & Rio Grande 
Western in Colorado, Utah and New Mexico, from points on the 
Rio Grande in Colorado to destinations on that road in Utah, 
New Mexico and Colorado, over interstate routes, and from points 
on the Rio Grande in New Mexico to points on that road in 
Colorado and New Mexico have been recommended by Examiner 
F. L. Sharp in No. 20145, interstate rates on petroleum products 
to points in Colorado and Utah. He said that the Commission 
should find that some of the rates exceeded reasonable maxima 
and to be lower than reasonable rates in other instances. 

This case was instituted by the Commission upon representa- 
tion by the Denver & Rio Grande Western that the effect of 
specified decisions of the Commission has resulted in a reduc- 
tion of the rates on petroleum products to and from points on 
its lines to an unreasonably low level and in actual and potential 
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awards of reparation that were about to operate disastrously 
upon its revenue. The investigation into the propriety of the 
rates in question also covered rates to points on the Rio Grande 
Southern, owned by the Denver & Rio Grande Western. 

This report embraces No. 10856, Utah State Automobile 
Association vs. Santa Fe et al.; No. 14121, Jewell Company, Inc., 
vs. Santa Fe et al.; No. 16544, White Eagle Oil & Refining Co. 
vs. Denver & Rio Grande Western et al.; No. 17783, Texas Co. 
vs. Burlington et al.; No. 18113, White Eagle Oil & Refining Co. 
vs. Denver & Rio Grande Western et al.; No. 18146, Continental 
Oil Co. vs. Santa Fe et al.; No. 18590, Hy-Power Gasoline Co. vs. 
Denver & Rio Grande Western et al.; No. 17597, Hal Oil Co. et al. 
vs. Santa Fe et al.; No. 18417, Sinclair Refining Co. vs. Santa Fe 
et al.; No. 18818, A. A. Vickers Petroleum Co. vs. Union Pacific 
et al.; No. 19032, Jewell Co. vs. Santa Fe et al.; No. 19315, White 
Eagle Oil & Refining Co. vs. Union Pacific et al.; and I. & S. No. 
2811, Petroleum and Petroleum Products from Colorado Origins 
to Colorado and New Mexico Destinations, which cases have been 
reopened for further hearing, and No. 19582, Sinclair Refining 
Co. vs. Santa Fe, and No. 20489; Texas Co. vs. Denver & Rio 
Grande Western. 

Intrastate rates on petroleum products to and from points 
on the Rio Grande, Sharp said, were under consideration by the 
Colorado commission under a formal complaint and an investi- 
gation and suspension proceeding. The Colorado commission 
and Examiner Sharp had a joint hearing at Denver. Sharp said 
that rates to points on the Rio Grande from Denver through 
Pueblo and Walsenburg to Trinidad in Colorado common point 
territory were within the scope of this investigation but that 
the rates to them were controlled by lines other than the Rio 
Grande. He said the evidence was directed to the level of the 
rates at points on the Rio Grande west of Pueblo and Walsen- 
burg. 

The decisions of which the Rio Grande particularly com- 
plained were: Utah State Automobile Association vs. Santa Fe, 
92 I. C. C. 376; Jewel Co. vs. Santa Fe, 104 I. C. C. 380; and 
White Eagle Oil & Refining Co. vs. D. & R. G. W., 112 I. C. C. 
605. The first of these cases was decided in October, 1924, and 
the Rio Grande has been objecting to the decision therein made 
since that time. The Rio Grande proposed a remedy for the 
situation on six key points, as follows: 

1. Continuance of the Commission-established 93 cent rate 
from the mid-continent field to Utah common points and its ap- 
plication at intermediate points back to and including Minturn, 
Colo., 443 miles east of Salt Lake City. 

2. The establishment of rates from Florence to all Rio 
Grande standard gauge points 10 per cent higher than those pro- 
duced by a standard gauge scale constructed by it except as 
modified at Utah common points and intermediate points back 
to and including Green River, Utah, 190 miles east of Salt Lake 
City, by an arbitrarily fixed rate of 70.5 cents to Salt Lake City. 
The scale began with a rate of 41%4 cents for 10 miles and under, 
became 36 cents at 100 miles, 611%4 cents at 300, 83 cents at 600, 
9414 cents at 900 and ran out at 1,100 miles with a rate of 99% 
cents. 

38. The establishment of rates of 83 cents from Casper, 
Wyo., to Utah common points and the blanketing of that rate 
back to Newcastle, Colo., 372 miles east of Salt Lake City; the 
establishment of rates from Casper to main-line points east of 
Newcastle differentially higher than the rates from Florence to 
those points, the differential being 2.5 cents for each 50-mile 
block going east from Provo; and the establishment of rates 
from Casper to standard gauge points west of Walsenburg by 
applying the standard gauge scale to the distances from Pueblo 
and adding the 36-cent common point rate to Pueblo. 

4. The making of a rate from Augusta, Kan., using that as 
representative of Kansas midcontinent points to standard gauge 
points 10 cents higher in each instance than the corresponding 
rate established from Casper and rates from Tulsa, Okla., and 
rates from Tulsa, Okla., as representative of the Oklahoma mid- 
continent points and Fort Worth, Tex., to standard gauge points 
2.5 cents higher in each instance than the corresponding rates 
from August. 

5. Rates from Florence and from Farmington, N. M., to 
narrow gauge destinations on the basis of a narrow gauge scale 
suggested by the Rio Grande. 

6. The establishment of so-called proportional rates from 
Salida and Alamosa, Colo., to narrow gauge destinations. 

Shippers introduced evidence, Sharp said, intended to show 
that the physical condition emphasized by the Rio Grande 
was not exceptional and therefore did not warrant a higher 
scale than that prevailing on other mountain lines. Sharp, 
however, said that the evidence was not convincing. 

Sharp said that the Commission should require the Rio 
Grande to maintain storage-in-transit arrangements at points of 
interchange between the standard and narrow gauge lines and 
bear the cost of switching from and to the storage plant because 
the necessity of transfer of petroleum products from standard 
to narrow gauge cars was its own disability and not for the 
convenience of the shipper. 
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The examiner dealt with each of the cases joined witp thi 
Commission instituted investigation separately. . 

Detailed revision in all of the other cases listed haye be 
recommended to bring them into line with the rates that weat 
be produced by the scales recommended in the Commission 
instituted case. Those scales are too complex to be reproduces, 

The standard scale proposed by Sharp leaves unchangeg 
a rate of 48.5 cents from Tulsa to Pueblo. It reduces the pre. 
ent rate of 93 cents from Tulsa to Grand Junction to 99 Cents 
but leaves a rate of 93 cents from Tulsa to Castle Gate yp. 
changed. It reduces a 93-cent rate from Augusta, Kans. to 
Grand Junction to 87% cents. The present 93-cent rate trom 
Tulsa to Salt Lake City is left unchanged. 


PROPOSED REPORTS 
Nitrate of Soda 


No. 16406, King Powder Co. et al. vs. B. & O. et al. Examiner 
T. Leo Haden. Dismissal proposed. Rates on nitrate of Soda, 
carloads, north Atlantic ports to destinations in central territory 
not unreasonable or unduly prejudicial. This report algo en. 
braces a sub-number, Chilean Nitrate of Soda Educationg 
Bureau et al. vs. Boston & Albany et al. Rates on nitrate of 
soda, from the ports, were alleged to be unreasonable and unduly 
prejudicial in comparison with rates on fertilizer materials jp 
other territories. 

Oil Well Supplies 


No. 21600, Lucey Manufacturing Corporation of Tennessee 
et al. vs. Santa Fe et al. Examiner Harold M. Brown. Djs. 
missal recommended. Carload commodity rates on oil wel 
supplies and boilers, Chattanooga, Tenn., to Los Angeles, Long 
Beach and San Pedro, Calif., and on oil well supplies, Los 
Angeles to Duncan, Okla., and on oil well machinery, Lovell, 
Okla., to Los Angeles, not unreasonable or otherwise unlawfl, 
This report also embraces No. 21913, Lucey Products Corpora. 
tion vs. Santa Fe et al. 

IPig Iron 


No. 21907, Vulcan Mold & Iron Co. vs. Pennsylvania et al, 
Examiner Lewis L. Prout. Dismissal proposed. Rates on pig 
iron, Hubbard, O., and other -points in the Mahoning and Shen 
ango valleys to Latrobe, Pa., not unreasonable. 

Nut Coal 

No. 21425, McGovern Coal Co. vs. Denver & Rio Grande 
Western et al. Attorney-Examiner Leo J. Flynn. Dismissal 
proposed. Rate on a carload of nut coal, Laveta, Colo., to Meade, 
Kans., not unreasonable. 

Fish 

No. 21726, S. Sklaroff & Sons et al. vs. Northern Pacific et al. 
Examiner Joseph G. Cooper. Dismissal proposed. Refrigeration 
charges on frozen and mild-cured fish and pickled herring, car- 
loads, Seattle, Wash., to Philadelphia, Pa., applicable. 


Lumber 
No. 22035, Shreveport Chamber of Commerce, on behalf of 
T. C. Clanton Lumber Co., Inc., vs. Louisiana Railway & Navi- 
gation Co. et al. Examiner Joseph G. Cooper. Dismissal prt 
posed. Rate on lumber, Farmerville, La., to San Antonio, Tex, 
applicable and not unreasonable. 


Steel Pipe 

No. 21322, Steel Tank and Pipe Co. of Oregon vs. Great 
Northern et al. Aftorney-Examiner Leo J. Flynn. Dismissal 
proposed. Rates on steel pipe, Portland, Ore., to Spokane and 
Hillyard, Wash., and Kenton, Ore., to Spokane not unreasonable 
or otherwise unlawful. This report also covers No. 22154, same 
vs. Oregon-Washington Railroad & Navigation Co. et al. 

Feeder Sheep 

No. 21807, Whitney Estate Co. vs. Southern Pacific. Exam 
iner C. K. Glover. Dismissal recommended. Rates on feeder 
sheep, double-deck cars, Truckee to Rocklin, Cal., reshipped t 
Sparks, Nev., applicable and rates from Truckee to Rocklin n0 
unreasonable. 


FRISCO ABANDONMENTS 


There being no prospect for increased business for two of 
the lines of the St. Louis-San Francisco in Missouri, Examiner 
M. S. Jameson, in Finance No. 7402, proposed abandonment by 
St. Louis-San Francisco Ry. Co., has recommended that the 
Commission issue the necessary certificates authorizing the 
applicant to abandon its Brownwood-Aquilla branch, about 1 
miles long, and its Bloomfield-Campbell branch, about 35 miles 
long. The applicant withdrew its petition for permission to 
abandon its Tallipoosa-Wardell line, about 11 miles long. 

The branches to be abandoned were independent short lines 
acquired by the predecessor of the St. Louis-San Francisco, in 
1907. Objection to abandonment was made by the county officers 
of the counties in which the branches are situated. The or 
mony showed that none of the small communities served woul 
be left far from a railroad or paved highway in the evett ° 
abandonment. 
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Cc. N. S. & M. SECURITIES 


The Trafic World Washington Bureau 


the possibility of criminal or other court action on account 
tthe issuance of securities by the Chicago, North Shore and 
yilwaukee, without approval by the Commission, has been 
created by the reference of No. 20516, George B. Hild et al. 
vs, Chicago, North Shore and Milwaukee to the Department of 
justice (see Traffic World, Feb. 9, p. 329 and Feb. 16, p. 389). 
geference of the case to the Department of Justice, however, 
does not necessarily mean the taking of any steps to have the 
chicago, North Shore and Milwaukee indicted for failure to 
obey the parts of the interstate commerce act requiring a rail- 
nad to obtain the sanction of the Commission as a condition 
precedent to the issuance of securities. 

It is possible for the Department of Justice to give an 
opinion that the matter is one within the jurisdiction of the 
commission and on which it should take definite action before 
referring it to the enforcement branch of the government. It 
is also possible for the Department of Justice to undertake civil 
proceedings looking to the creation of a situation constraining 
the Chicago, North Shore and Milwaukee to apply to the Com- 
nission for permission to validate the securities in question 
either by means of a reissue or an approval by the Commis- 
sion, nunce pro tunc—that is, the making ot a report and order 
at the present time that would have the effect of permitting the 
issue of the securities at the time they were put out. 

The Commission, in its report in the case (150 I. C. C. 867), 
dismissed the complaint of Hild and his associates on the ground 
that it did not present a matter under section 13, paragraph 1, 
of the interstate commerce act in which affirmative relief was 
sought. The Commission said the complaint merely asked an 
apression of opinion as to whether section 20a (2) of the 
act had been violated by the issue of securities by the defendant 
vithout having first obtained authority from the Commission. 
Such complaint, the Commission held, did not present a matter 
properly before it for decision. 

Commissioner Eastman dissented, saying that the Com- 
nission, by division 4, had failed to observe section 12 of the 
interstate commerce act. That section, he pointed out, made 
it the duty of the Commission to determine from the facts 
presented whether or not there had been a violation of the 
act as alleged, and if the Commission arrived at the conclusion 
that there had been such a Violation, to take the steps pre- 
scribed for the enforcement of the law. 

“This duty we cannot escape,” said Mr. Eastman. “Failure 
ol our part to request the Department of Justice to proceed in 
the courts may be taken, I presume, as a negative indication 
that we conclude that there has been no violation; and an indi- 
cation to the contrary may be afforded if the Department shall 
hereafter institute court proceedings.” 

No information has been obtainable at the Commission for 
the Department of Justice as to what the Commission asks the 
Department to do. There was not even admission that the 
Commission had made a specific request. 


O’FALLON CASE WORK 


The Trafic World Washington Bureau 


While it is accurate to say that the Commission has made 
l0 public announcement in respect of any plans it may have 
0 deal with the situation created by the decision of the Su- 
preme Court of the United States in the O’Fallon recapture 
valuation case, it is inaccurate to infer that nothing is being 
done. As a matter of fact, a committee of fourteen engineers 
‘presenting the Presidents’ Conference Committee of the 
vestern group and the cost engineers of the Commission have 
‘een at work undertaking to agree on basic or F. O. B. prices of 
Units employed in the construction of railroads. 

The idea is that the Commission will make estimates as 
- the present cost of reproduction of the railroads by the use 
oe, that may be agreed on and such other prices as the 
oe may find necessary to employ in cases of disagree- 
aoe it brings its work in valuation cases into line with 

at it understands is the rule laid down in the O’Fallon case. 
- Thus far, it is understood that it has been easy for the 
oe and Commission men to agree on prices of materials 
ay board cars at points of production of such articles. 

ey have been unable, however, to agree on the cost of trans- 
ie to the point of use, the cost of handling the materials, 
nA, 4 cost of putting them into place. The railroad men, as a 
aa . ve insisted that rates in effect at the time of the assumed 
me uction would have to be applied. The Commission men, on 
veh one have insisted that, regardless of what rates might 
nae fen on file with the Commission at the time of the move- 

male rates would have been applied either at the 
mal of Movement or retroactively by awards of reparation 

€ by the Commission. 
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To illustrate that situation, it may be said that class rates 
are published on railroad ties in many parts of the country 
simply because it is the duty of publishing agents to list all the 
commodities that might move and put a rate on them. As 
soon, however, as a commodity begins moving in any volume, 
suitable commodity rates are published to displace the class 
rates which, in the absence of movement, are mere figures on 
paper. The Commission men point to the fact that the railroad 
with which the Pacific Ocean extension of the Milwaukee would 
compete when completed made commodity rates on materials 
which the Milwaukee would require in the construction of its 
rival line. They suggest that that fact warrants them in 
assuming that, in the case of the reproduction of any railroad, 
nominal rates, such as class rates on ties, would be displaced by 
appropriate commodity publications. 

It is believed that, when the Commission gets into the work 
made necessary by the O’Fallon case, it will call on railroads 
to show what prices have been paid for the construction of rail- 
roads comparable in length and complexity with the parts of 
railroads that are theoretically being reproduced. Among those 
who have been taking an active interest in valuation work, it 
is pointed out that there are no data in recent years as to 
costs of constructing anything more than short additions to 
existing railroads or short lines in sparsely settled parts of the 
country. In other words, that railroad building in the last few 
years has not been an industry that could be measured and 
appraised, such, for instance, as the automobile industry. It is 
pointed out that, while the cost of labor and materials used in 
making automobiles have gone up tremendously since 1914, the 
price of automobiles has fallen to about fifty per cent. In 
like manner, it is pointed out that while the cost of materials 
and supplies for rock excavation have gone up the price of rock 
excavation, stated in terms of dollars per cubic yard taken out, 
has also shown a marked decline. 


LUMBER FROM WEST AND SOUTH 


Carrier representatives at the adjourned hearing this week 
before Examiner Mohundro, at Chicago, on lumber rates from 
the west coast and from the south to Central Territory were 
almost entirely relegated to the position of spectators. The 
fight was between the west coast and southern interests, with 
the railroad men performing such small offices as carrying 
water, binding up bruised heads, and making appropriate pro- 
tests if a blow was landed below the belt or other rules of the 
encounter were not nominally observed. 

In docket 22314, California Redwood Association against 
the A. C. & Y., and others, docket 22087, California White and 
Sugar Pine Manufacturers’ Association against the A. C. & Y., 
and others, docket 21999, West Coast Lumbermen’s Association 
and others against the A. C. & Y., and others, west coast lum- 
ber interests have attacked the existing rates on lumber from 
western producing territory to C. F. A. Territory and a portion 
of Eastern Trunk Line Territory. Southern lumber interests 
have attacked the rates from the southern lumber groups to C. 
F. A. Territory, as well as to points intermediate in Illinois, 
Missouri, Kansas, and other states. The cases were joined 
for hearing, which began at Seattle July 8, from where it was 
adjourned to Chicago, beginning July 29. Both the western 
and southern manufacturers allege that their rates are unrea- 
sonable and prejudicial. 

Testimony of the complainant west-coast interests only 
was received at the Seattle hearing. They asked for a reduc- 
tion of 8% cents in the rates to the five groups immediately 
east of the Illinois-Indiana line, particularly emphasizing the 
injustice of a “rate-hump” at that point. The rate to eastern 
Illinois is 72 cents. It becomes 82% cents immediately over 
the Indiana line. At the Pittsburgh-Buffalo group, the easterly- 
most of the five to which the rates are attacked, it is 88% 
cents. A 90 cent group lies immediately beyond that, and it 
is the contention of the complainants in 21999 that the rates to 
the western portion of that territory should be shaded so as to 
make a proper gradation from the rates the Commission may 
order in the Central territory groups. 

In general, the southern interests have asked for a 4-cent 
reduction. 

The Chicago hearing began with the presentation of a 
series of witnesses, Central Territory lumber dealers, by S. J. 
Wettrick, counsel for the West Coast Lumbermen’s Association 
and the Western Pine Manufacturers’ Association. The alleged 
excessive jump in the rates between Illinois and Indiana was 
emphasized by them, as well as the level of the rates per se. 
They testified that approximately 80 to 90 per cent of the lum- 
ber handled in their territory is southern pine, and that such 
west coast lumber as they are able to handle is of long lengths 
and special sizes. The reduction requested, of 8% cents, they 
believed, would place the two kinds of lumber on a more nearly 
competitive basis. That, it was aaid, would be to the advan- 
tage of both the lumber dealer and the consumer. As stated 
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by one of them, a reduction in the rates applicable to the west- 

ern lumber is more desirable than on that from the south, “so 
We can talk to yellow pine manufacturers in more understand- 
ing terms.” He was asked if that would be of benefit to the 
consumer, to which he replied in the affirmative. 

“You would pass that understanding on to him, would 
you?” interrogated R. C. Fulbright, attorney for the Southern 
Pine Association. 

Asked if he would like to have a reduction from the south, 
the witness said that, of course, a reduction from any source 
would be desirable, as it would reduce investment and keep 
down overhead, an appreciable portion of which was _ repre- 
sented by the transportation costs. In addition, the witnesses 
held that it was advantageous to be able to draw from both 
producing areas, as local conditions in one, at times, made it 
difficult to obtain requirements. A representative of a dealer 
with yards at Cleveland and Youngstown testified that from 
80 to 85 per cent of the shipments of fir timbers that his com- 
pany obtained from the west coast, amounting to about 6 
million feet in 1928, was shipped water-and rail, via Baltimore, 
because of the level of the all-rail rates. 

Testimony by C. C. Sheppard, president and general man- 
ager, Louisiana Central Saw Mill Company, in behalf of the 
Southern Pine Association, was intended to show that the 
members of his association encountered the same kind of 
difficulties in disposing of common lumber as did the western 
producers. They could not compete on that class of business 
with small mills cutting log run stock, he said. 

“We are not basing our case on economic considerations,” 
Mr. Fulbright said. “It is a rate case, but we feel we have 
certain economic disabilities along with the western mills.” 
He asserted that the western case was apparently predicted 
primarily on those economic considerations. 

In reply to a question from Mr. Wettrick as to why the 
Southern Pine Association opposed reductions from the west, 
if the members of the association could not compete in C. F. A. 
Territory on the common grades of lumber, Mr. Sheppard re- 
plied, “We are simply making Custer’s last stand. We want 
to. hold the market for yellow pine.” He would rather see the 
small mills not members of the association get the business than 
the west coast mills, he said. 

According to the testimony of A. G. T. Moore, traffic man- 
ager, Southern Pine Association, it was not the intention of that 
organization to attack rates to Central Territory until after the 
Adams-Bank cases (docket 16383) were out of the way. In 
these cases rates to Eastern Trunk Line and New England are 
involved. This was despite the fact that his people had been 
dissatisfied with their adjustment to that territory for a long 
time, he said; but the threat of reductions in the rates appli- 
cable to the shipments of their principal competitors had com- 
pelled the immediate filing of the instant case. 

The west coast representatives repeatedly attempted to 
show that the southern pine case was primarily intended to 
defeat their own cases. When asked to explain a series of 
questions directed by him to Mr. Moore as to why he had 
made no comparisons between the lumber rates and rates 
applicable to other commodities on shipments from the south to 
Central Territory, having confined his rate testimony wholly to 
lumber-rate comparisons, Charles E. Elmquist, representing 
Weyerhauser lumber interests, declared: “It is my opinion, 
and theirs (the other west coast representatives) that this com- 
plaint is nothing but a backfire of the west coast cases.” 

Mr. Fulbright objected that the petition of the Southern 
Pine Association was based on a situation entirely independent 
of that of the western interests. The plea of the latter, how- 
ever, was naturally a factor in his own case, he explained, but 
not the principal one. 

Another point that occasioned a number of interruptions in 
the presentation of testimony by Mr. Moore was voiced by Mr. 
Wettrick. “I have gotten the impression more and more that 
this case is being used as a vehicle for retrying the issues in 
docket 16383 and the cases joined with it, in which the Southern 
Pine Association has gotten an adverse report,” he objected. 

That was elicited by testimony as to rates to various points 
in Eastern Territory, which Mr. Moore held to be essential to 
the presentation of a complete picture of the adjustment to 
Central Territory. 


Mr. Wettrick said that had he known the southern pine case 
was to be used as an excuse for retrying all the rate cases of 
the last three or four years, he would have objected strenuously 
to a consolidation of the proceedings. 

It was thought the hearing would not be concluded before 
the middle of next week. 


SUSPENDED TARIFFS 


In I. and S. No. 3330, the Commission has suspended from 
August 1 to March 1 schedules in supplement No. 87 to Balti- 
more & Ohio I. C. C. No. W. L. 9317, supplement No. 24 to Jones’ 
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I. C. C. No. 2043, and various other tariffs of indiviqy 


: al carr; 
and agency issue. The suspended schedules propose to wit 


draw cottonseed hull fibre and cottonseed hull shavings ¢ 

lists of commodities taking grain products ‘or grain by-produe 
basis of rates and apply the classification basis of rates Hy 
cottonseed hull products from and between points in — 
territory. The suspended’ schedules would effect increases ” 
shown by the following illustrations, rates being in cents ; 
100 pounds: m 
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PETITIONS FOR REHEARING, ETC. 


No. 13535 et al., Consolidated Southwestern Cases, The 
southwestern carriers have asked the Commission for mogig. 
cation of its decision and order with respect to sroupings and 
differentials between Milwaukee, Racine, Kenosha and Zion 
on the one hand, and southwestern territory, on the other as 
reported in 148 I. C. C. 613. 

No. 19948, Sub. No. 1, North American Cement Corp. ys 
Aberdeen & Rockfish et al. The Baltimore & Ohio and Penp, 
sylvania Railroad have jointly asked for modification of the 
Commission’s order so that the prescribed rates may be made 
effective September 3 upon five days’ notice, instead of upon 
thirty days’ notice as ordered. 

No. 19943, Sub. No. 1, North American Cement Corp, y; 
Aberdeen & Rockfish et al. State Corporation Commission of 
Virginia, intervener, petitions for reopening and further hex. 
ing with respect to the rates on ground limestone, 

Finance No. 7028, In re application of Sacramento Northen 
Ry. for authority to construct an extension of its so-called 
Holland Line. The Sacramento Northern Railway has petitioned 
for rehearing and reargument before the entire Commission. 

Finance No. 7714, In re application of Atlantic Coast Line 
R. R. for authority to abandon its line of road from Yuste to 
Monticello, Fla. The State of Florida, acting through the Rail- 
road Commissioners of the State of Florida, has filed a motion 
to dismiss the application. 

Ex Parte No. 96, Through Route and Joint Rates between 
the Inland Waterways Corporation and other carriers. Agent 
Leland has submitted his concurrence in the petition filed by 
W. M. Hough, dated July 15, seeking postponement of the ef. 
fective date of the Commission’s order for a period of ninety 
days from the present effective date of August 27. 

No. 13374, Cascade Timber Co. et al. vs. Director-General 
et al. Complainants ask for a reopening with respect to rep 
aration on shipments of cedar poles and piling transported on 
more than one car on which rates were paid in excess of the 
fir lumber rates on single-car loads. 

No. 17138, Virginia Cellulose Co., Inc., vs. Railroads. The 
Virginia Cellulose Co., Inc., complainant of record, has filed 
a motion to substitute the Hercules Powder Company, Inc., its 
successor, as complainant. 


No. 17962, Memphis Freight Bureau for U. S. Bedding (Co. 
vs. Santa Fe et al. Defendants ask for the postponement of 
the effective date of the Commission’s order therein until deci- 
sion is rendered in Docket No. 13535 et al., covered by supple 
mental order dated April 8, dealing specifically with outbound 
commodities. 

No. 20728, Northwestern Potato Exchange, Inc., et al. ¥. 
Abilent & Southern et al. Complainants’ petition for reconsit: 
eration upon the record as made. 

No. 19831, Patterson Produce Company vs. G. C. & $.F. 
Ry. et al. Complainant asks for reopening and reconsideration. 


NEW HAVEN WATER SERVICE 


The Commission, on a supplemental application, in No 
6469, application of the New Haven for permission to continue 
certain service by water after July 1, 1914, has found unnects 
sary any modification of the findings in its prior report 5! 
I. C. C. 634, and amendment to its report of July 10, 1918, 
permit performance by the New England Steamship Co. instead 
of the Hartford & New York Transportation Co., of steamer 
service between New York and Hartford, Conn., and other Jand- 
ings on the Connecticut River. 

At the time of the original hearing the New Haven owned 
all of the capital stock of the New England Navigation (0. 
and the latter, in turn, owned all of the capital stock of the New 
England Steamship Co. and the Hartford & New York Transpo 
tation Co. The New Haven has since become and is now tlt 
direct owner of the capital stock of the two steamship com 
panies. The question presented in this supplemental applicatid 
was whether the transfer of the Hartford line from one to the 
other of the New Haven subsidiaries necessitated modificatial 
of the findings. The Commission said it thought not. 
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Miscellaneous Decisions 
Trafic Cases Recently Decided by State and Federal Courts 


inigests taken from Reporters and Digests of National Reporter System, 
(Diges ublished by West Publishing Co., St. Paul, Minn. Copyright, 
P 1929, by West Publishing Co.) 


ee 


REGULATION OF COMMON CARRIERS 

(Circuit Court of Appeals, . Sixth Circuit.) Equalization 
agreement, by which carrier obligated itself to accept special 
reduced rates for transportation of property moved by Quarter- 
master’s Department, United States Army, United States Interior 
pepartment, or United States Reclamation Service, and for which 
United States was entitled to reduced rates over land grant 
roads, held not to include shipments of fuel oil by Emergency 
Fleet Corporation, since property transported by land grant roads 
at reduced rates under Army Appropriation Act 1919, 41 Stat. 
104, 116, is limited to troops, munitions of war, and military sup- 
lies and property.—United States vs. New York, C. & St. L. R. 
Co, 32 Fed. Rep. (2d) 887. 

Fact that Quartermaster General was made exclusively re- 
sponsible for transportation of government property under Act 
1984 (10 USCA, Sec. 73), did not bring shipments of fuel oil by 
Emergency Fleet Corporation within carrier’s agreement to trans- 
port property moved by Quartermaster’s Department at reduced 
rate, Since later action of Congress resulted in taking away from 
quartermaster power to control transportation of property of 
fleet corporation.—Ibid. 

Question of modification of agreement, though pleaded, was 
not presented for review, where no request was made for any 
finding of fact thereon.—Ibid. 

Refusal of trial court to make finding on disputed issue of 
fact does not necessitate reversal, where tendered issue is not 
amatter of pertinent or controlling significance.—Ibid. 

Fact that railroad had for many years accepted all govern- 
ment property for transportation at reduced rates, if true, did not 
estop it from claiming legal rates for particular shipments, on 
ground shipments were not within special rate agreement.—Ibid. 


As a general rule, interest is not allowed on claims against 
the government, under Judicial Code, Sec. 177, as amended (28 
USCA, Sec. 284), except where there is an express contract obli- 
gation, or where interest is definitely allowed by act of Congress. 
—Ibid. 

Where claim of railroad against United States for unpaid 
balance for railway mail service was undisputed, but govern- 
ment withheld payment solely because of set-off, which it claimed 
due it from railroad on account of overcharges, railroad, on ad- 
judication that government was not overcharged, was entitled to 
interest on claim from time of conclusion of its service, under 
Act March 3, 1875 (31 USCA, Sec. 227), since it was a reasonable 
inference from the facts that the claim was “duly allowed by 
legal authority” at that time, notwithstanding Judicial Code, Sec. 
I17,as amended (28 USCA, Sec. 284), denying interest on claims 
against government to time of rendition of judgment by Court 
of Claims.—Ibid. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of North Carolina.) Where evidence was 
sufficient to go to jury as to negligence of railroads sued for loss 
ot shipment, motion for nonsuit under C. S. Sec. 567, was prop- 
erly denied —Groves Mills, Inc., vs. Carolina & N. W. Ry. Co. et 
al, 148 §. B, Rep. 441. 

m.. action against railroads for damage by fire to cotton 
Pre placed on platform used by railroads, charge placing bur- 
wt stele negligence and proximate cause of injury on 
melee and authorizing recovery against either or both rail- 
a ound negligent, held proper, where railroads were liable 

y a8 Warehouseman.—Ibid. 
=. action for damage by fire to cotton while placed on plat- 

of railroad station, finding by jury that plaintiff as owner 
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and holder of bill of lading notified railroads of arrival of ship- 
ment showed railroads were liable only as warehouseman.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(District Court, D. Maryland.) Damages for improper delay 
in transporting cargo are measured by difference between mar- 
ket value of goods when they should have arrived and their 
market value on actual arrival, though they are usually sold 
afloat, as in case of raw sugar.—The Iossifoglu, 32 Fed. Rep. (2d) 
928. 

Bank shipping sugar from the Philippines to Philadelphia, to 
be refined and sold for its account, held entitled to recover dif- 
ference between market value of raw sugar when it should have 
arrived and its market value on actual arrival as damages for 
delay; duration of voyage being calculable with some approach 
to certainty and merchants’ calculations based on daily quota- 
tions of sales and prices on New York Sugar Exchange.—Ibid. 

Shipper held entitled to difference between market value of 
sugar when it should have arrived and its value when actually 
discharged on wharf, not date of its arrival in port, as damages 
for delay in transportation, though raw sugar cannot be sold as 
such after its delivery to refiner, and that shipped would not 
bring market price after being placed on wharf.—Ibid. 

Shipper of sugar held entitled to difference between market 
prices quoted on exchange on day cargo should have been dis- 
charged and first market day after its actual discharge as dam- 
ages for delay in transportation, though prices for five-day period 
between vessel’s arrival in port and discharge of cargo were 
based on sales of sugar to be delivered not less than a week or 
ten days thereafter, where prices, though varying from day to 
day during such period, were not affected by precise day of 
delivery.—Ibid. 

Shipper of sugar held entitled to damages for delay in trans- 
portation in total sum of differences between market prices on 
day cargo should have been discharged and each day on which 
deliveries were made and first market day after completion of 
unloading, in absence of provision in shipping documents for cal- 
culation of damages according to market price on last day of 
landing cargo.—Ibid. 

Shipper of sugar held entitled to compensation for detention 
thereof during period of delay in transportation in amount of 
interest on value of sugar when it should have been delivered for 
time during which delivery was improperly delayed.—Ibid. 

Shipper of sugar held entitled to interest on aggregate dam- 
ages by decline in market price and deprivation of use thereof 
during period of delay in transportation only from date when 
amended libel, claiming interest from day on which discharge of 
cargo was completed, instead of day when ship arrived in port, 
as in original libel, was served, where there was no decline in 
market prior to day of arrival in port.—lIbid. 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of Errors of Connecticut.) Wholesale fruit 
distributor’s message quoting price was not “offer” so as to ren- 
der plaintiff’s order at price quoted “acceptance,” and thus make 
enforceable contract, and therefore telegraph company’s liability 
for failure to deliver order was limited to amount of toll charge. 
—P. Berry & Sons, Inc., vs. Western Union Telegraph Co., 146 
Atl. Rep. 501. 





* we e . 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





(District Court, D. Maryland.) Under charter party pro- 
viding that ship shall not be answerable for any loss or damage 
arisi'.g from any latent defect in machinery, not resulting from 
own 's’ want of due diligence, vessel is not excusable for latent 
defect existing at beginning of voyage.—The Iossifoglu, 32 Fed. 
Rep. (2d) 928. 

Evidence held to show that ship was unseaworthy when she 
sailed from port, at which bottom was cleaned and repairs made 
after leaving port of loading, and hence responsible to shipper 
for any damages caused by subsequent delay in transporting 
cargo as result of defects in machinery.—Ibid. 

Damages for improper delay in transporting cargo are meas- 
ured by difference between market value of goods when they 
should have arrived and their market value on actual arrival, 
though they are usually sold afloat, as in case of raw sugar.—Ibid. 
Bank shipping sugar from the Philippines to Philadelphia, to 
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be refined and sold for its account, held entitled to recover differ- 
ences between market value of raw sugar when it should have 
arrived and its market value on actual arrival as damages for 
delay; duration of voyage being calculable with some approach 
to certainty and merchants’ calculations based on daily quota- 
tions of sales and prices on New York Sugar Exchange.—Ibid. 

The ordinary rule is that a ship has not performed her obli- 
gation to deliver her cargo until it has been placed on the wharf. 
—Ibid. 

Shipper held entitled to difference between market value of 
sugar when it should have arrived and its value when actually 
discharged on wharf not date of its arrival in port, as damages 
for delay in transportation, though raw sugar cannot be sold as 
such after its delivery to refiner, and that shipped would not 
bring market price after being placed on wharf.—lIbid. 

Shipper of sugar held entitled to difference between market 
prices quoted on exchange on day cargo should have been dis- 
charged and first market day after its actual discharge as dam- 
ages for delay in transportation, though prices for five-day period 
between vessel’s arrival in port and discharge of cargo were 
based on sales of sugar to be delivered not less than a week or 
ten days thereafter, where prices, though varying from day to 
day during such period, were not affected by precise day of 
delivery.—Ibid. 

Shipper of sugar held entitled to damages for delay in trans- 
portation in total sum of differences between market prices on 
day cargo should have been discharged and each day on which 
deliveries were made and first market day after completion of 
unloading, in absence of provision in shipping documents for cal- 
culation of damages according to market price on last day of 
landing cargo.—Ibid. 

Shipper of sugar held entitled to compensation for deten- 
tion thereof during period of delay in transportation in amount 
of interest on value of sugar when it should have been delivered 
for time during which delivery was improperly delayed.—Ibid. 

Shipper of sugar held entitled to interest on aggregate dam. 
ages by decline in market price and d2privation of use thereof 
during period of delay in transportation only from date when 
amended libel, claiming interest from day on which discharge of 
cargo was completed, instead of day when ship arrived in port, 
as in original libel, was served, where there was no decline in 
market prior to day of arrival in port.—Ibid. 


COMMISSION PRACTITIONERS 


The Commission, July 31, made public the following list of 
additional names of those admitted to practice before it: 

Edward Maull Weatherly, Dothan, Ala.; A. M. Cogan, Tulsa, 
Okla.; Rush H. Limbaugh, Cape Girardeau, Mo.; Louis H. 
Strasser, St. Louis, Mo.; J. D. Youman, New Orleans, La.; Ralph 
R. Bradley, Frederick E. Stout, both of Chicago, IIll.; Chas. P. 
Hoy, St. Louis, Mo.; C. C. Cary, Shreveport, La.; F. P. Sack- 
bauer, St. Louis, Mo.; W. Frederick Clark, Allentown, Pa.; S. L. 
Felton, Chicago, Ill.; Hiram M. Garwood, Frank Heafer, both of 
Houston, Tex.; George W. Edmonds, Philadelphia, Pa.; L. A. 
Veroneau, Chicago, Ill.; Clarence O. Elbert, La Salle, Ill.; Chas. 
H. Tompkins, Duncan L. McRae, both of Prescott, Ark.; C. H. 
McNair, Houston, Tex.; James W. Chatham, Wichita Falls, Tex.; 
Joseph J. Atkinson, Austin, Tex.; Arnold J. Kasper, Cyrus Crane, 
both of Kansas City, Mo.; William F. Ehmann, Madison, Wis.; 
John F. O’Sullivan, Elmer P. Delaney, William M. Malone, all 
of San Francisco, Calif.; Eugene E. Morris, Los Angeles, Calif.; 
William B. Lathrop, Kansas City, Mo.; Edward Clay Sides, 
Memphis, Tenn.; Wm. L. Bridges, Lee E. Arnold, Thomas H. 
Reynolds, W. D. Wells, all of Kansas City, Mo.; Dudley E. Mor- 
gan, West View, Pa.; Earl G. Mason, Moline, Ill.; Isadore Weber, 
Memphis, Tenn.; D. W. C. Becker, Chicago, Ill.; Joseph Lallande, 
Harold Scherer, both of New Orleans, La.; B. J. Roggenbuck, 
Chicago, Ill.; E. C. Ash, Mobile, Ala.; Elmer L. Brock, Denver, 
Colo.; Ernest Clorley Price Ft. Worth, Tex.; Robert Hula, Tim- 
othy W. Mackey, both of Chicago, Ill.; Doss H. Berry, San 
Angelo, Tex.; Martin F. Smith, Minneapolis, Minn.; P. J. Kinzie, 
Chicago, Ill.; E. J. Schlecht, Clinton, Iowa; W. W. Sprague, 
Pittsburgh, Pa.; L. R. Bitney, St. Paul, Minn.; James W. Pren- 
tice, Saugus, Mass.; William N. Chill, Youngstown, Ohio; S. G. 
Reed, Houston, Tex.; G. Lloyd Wilson, Philadelphia, Pa.; John 
R. Meeks, Sheffield, Ala.; F. L. Gordon, Houston, Tex.; Harry 
Gillies, Chicago, Ill.; Ezra E. Williamson, New York, N. Y.; 
Edward O’Bryan, Jr., Chicago, Ill.; R. J. Edwards, Mason City, 
Iowa; J. W. Redmond, Newport, Vt.; A. R. Morgan, Minneapolis, 
Minn.; Winston H. Woodson, Kansas City, Mo.; Ira H. Bronson, 
Seattle, Wash.; C. M. Winther, San Antonio, Tex.; Thomas 
Walker Davis, Wilmington, N. C.; William F. McNulty, New 
York, N. Y.; Carl H. Davis, Wilmington, N. C.; W. A. Robbins, 
Portland, Ore.; Charles Lewis Lockwood, Enid, Okla.; Edgar 
W. Camp, Los Angeles, Calif.; Homer G. Legan, Chicago, II1.; 
Thomas Slator Settle, Washington, D. C.; William N. Webb, 
Chicago, Ill.; Joseph Otto Becnel, New Orleans, La.; F. C. 
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Tockle, El Paso, Tex.; F. P. Willette, Atchison, Kans,; Eldon y 
Martin, San Francisco, Calif.; Harry B. Ellison, Log Angeles 
Calif.; E. M. Hayden, Tacoma, Wash.; Robert H. Heinekan, 
Chicago, Ill.; H. C. Brodie, Olympia, Wash.; Albert Geogr. 
Linnemann, R. A. Ellison, both of Cincinnati, Ohio; P, 4 Com 
Houston, Tex.; M. W. Reed, Los Angeles, Calif.; Frank y Hin 
Fresno, Calif.; Curtis G. Baker, Ottumwa, Iowa; Ralph F. Lege 
mann, East St. Louis, Ill.; William Ferdinand Price, Glastonpy : 
Conn.; William L. McKinney, Pittsburgh, Pa. ", 


SOUTHERN SHIPPERS VICTORIOUS 


In the eyes of M. M. Caskie, executive secretary of the 
Southern Traffic League, southern shippers, in I. and g No 
1885, brick and clay products from, to, and between Doints jp 
southern territory (Traffic World, July 20, p. 149, 155, 1, CC 
730-6) achieved a victory worth bearing in mind in future cases, 
In a letter to members of the organization he points out that for 
the last eight or ten years, southern shippers have been insisting 
that the rates on certain commodities should not be op , 
higher level in the south than that prevailing in central an 
eastern trunk line territories. He says that argument has been 
met by the southern carriers with the production of “standar 
exhibits” in which are shown excerpts from a long line of deg. 
sions of the Commission in which the regulating body has helg 
that the traffic density and transportation conditions in the 
central and eastern trunk line territories have justified lowe 
rates than in southern territory. 

According to Mr. Caskie’s letter the decision in the brick 
case before mentioned shows that at last, “and for the first 
time, the Commission has found with us.” In support of that 
declaration he gives an excerpt from the report, written py 
Commissioner McManamy, as follows: ; 


Moreover, we have recognized the fact that the distribution of the 
transportation burden among commodities in the south is dissimilar 
from that prevailing in other territories, particularly central, easter 
trunk line, and western trunk line territories. It necessarily follows, 
therefore, that rates on certain commodities in the south may le 
made lower than those in central, eastern, trunk line and western 
trunk line territories despite the fact that the general level of rates 
~ 4 —— is somewhat lower than that prevailing within 

e south, 


LIABILITY FOR CARGO DAMAGE 


In a brief filed in relation to a petition for a writ of certiorari 
presented in the Supreme Court of the United States by the 
Royal Insurance Co., Ltd., and others, against the United States 
Shipping Board Merchant Fleet Corporation, the Department of 
Justice expresses the opinion that the ruling of the lower court 
is sound. Due to the fact that there are before the court other 
cases involving similar issues, no objection is made to granting 
the writ to review the decision of the lower court in this case, 
The opinion, also, is expressed by the Department that, if the 
writ is granted, the case be advanced to be heard with the other 
cases pending. 

This is a case growing out of a suit by the insurance begun 
in September, 1928, against the Fleet Corporation to recover 
for cargo damages sustained in December, 1922. The judgment 
of the lower court was that the case should be dismissed, but 
an appeal was taken to the United States Circuit Court of AD 
peals for the Second Circuit, pending which a review of the 
matter was asked in the Supreme Court of the United States. 
Involved in the case is the question “whether, as the Fleet 
Corporation is an agent of the United States in the operation 
of Shipping Board vessels, it can be held in its corporate capac 
ity responsible for losses arising out of the operation of those 
vessels.” 

There is, also, involved a question as to the application o 
the suits in admiralty act to the pending case. 


WIRE MESSAGES INCREASE 


Notwithstanding the rapid increase in the last five yeals 
in the use of radio for long-distance communication, 229,511,2 
messages were transmitted in 1927 by land and ocean tel 
graphs, not including wireless, according to data collected 
the quinquennial census of electrical industries, taken in 1% 
by the United States Census Bureau. This represented a 2! 
per cent increase as compared with the number reported for 
1922. 

The single-wire mileage in use in 1927 was 2,152,230, whic! 
was 16.1 per cent greater than in 1922. The increase in mileagt 
of ocean cable was 36.3 per cent, 104,541 nautical miles, ” 
about 122,222 statute miles, being reported in 1927. 


Total revenues in 1927 amounted to $182,997,698, an increa*® 
of 20.5 per cent over 1922, paralleling closely the increase 1 
the number of messages. Total expenses are reported to have 
increased during the same period by 26 per cent and the value 
of plant and equipment by 30.6 per cent, amounting in 1927 © 
$161,216,941 and $426,698,742, respectively. 
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Thirteenth of a Series of Twenty-Six Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Special and Terminal Service Tariffs and Minimum Weights 


act and the regulations of the Commission to publish, 

post, and file tariffs of rules, regulations, and charges 
applicable to all special and terminal services, including, 
snong others, diversion and reconsignment, the transporta- 
ion of attendants and caretakers traveling with shipments, 
he transportation of circus and show outfits, demurrage, 
and carload minimum weights. 

Shipments forwarded originally from point of origin 
« certain destinations are sometimes subject to changes in 
he consignees or points of destination while the shipments 
we in transit between the points of origin and destination. 
These shipments are moved, under reconsignment or diver- 
jon privileges granted by the carriers, at the through rates 
‘om the original points of origin to the final destinations. 
The through rates are usually lower than the combination of 
rates via the intermediate reconsignment or diversion points, 
een though charges are made by the carriers for the priv- 
ilege of reconsigning or diverting. 

If these privileges are granted by the carriers, the 
tems and conditions under which they are applicable must 
le stated in terms not subject to misconstruction. The 
charges for the services must also be stated clearly. Am- 
higuous terms and conditions and indefinite charges must 
be avoided.” 

It is true, unfortunately, that the terms “reconsign- 
ment” and “diversion” are not clearly defined and dis- 
tinguished in the senses in which they are used in traffic 
and transportation parlance. Certain carriers do not con- 
sider as reconsignments, changes in consignees that do not 
involve changes in destination, while other railroads con- 
rue such changes to be reconsignments and make charges 
for the privilege as a reconsignment privilege. 

The Commission holds that the term “reconsignment” 
or “diversion,” when used without special qualification, 
includes changes in transit in any one of the following for- 
warding directions or information: the shipper, the con- 
agnee, the destination or the route. If the carriers wish to 
dstinguish more precisely in the use of these terms they 
must specify the changes in the privileges or services that 
differ from this standard definition of the Commission. 
Otherwise, the use of the term “reconsignment” or “diver- 
“on” in the tariffs implies that changes may be made in: 
| The shipper, 2. The consignees, 3. The destination, or 
4. The route.” 


- typical tariff of diversion and reconsignment rules 
provides : 


T= carriers are required by the interstate commerce 











The term diversion or reconsignment means: 
(a) A change in the name of the consignee. 
(b) A change in the name of the consignor. 
(c) A change in the destination. 
(d) A change in the route at the request of the con- 
signor, consignee or owner. 
(e) Any other instructions given by consignor, con- 
signee or owner necessary to effect delivery which 
requires an addition to or a change in billing, or 
‘ an additional movement of the car or both. 
tintin’ term destination as used in these rules means the billed des- 
terminal or if such destination is served by a terminal yard, then the 
: gard will be considered as the destination. 
erm switching limits as used in these rules means all loca- 














1 , 
Rule reular No. 20, Administrative Ruling 59, a. 








tions within the recognized switching limits of all carriers serving the 
billed destination, and not merely the switching limits of the carriers 
receiving the road haul movement.? 


Transportation of Attendants or Caretakers 


The interstate commerce act forbids the issuance by 
carriers of free transportation except to their employes 
and certain other classes of persons such as certain clergy- 
men, charity workers, transportation workers and “the 
necessary caretakers of live stock, poultry, milk and fruit.’ 


The Commission has construed this section to permit 
the granting of free transportation by carriers to the care- 
takers or attendants necessary for the protection of ship- 
ments of live stock, poultry, milk or fruit actually loaded 
in cars and ready for movement, or shipments contracted 
for by the carriers and the shippers, or shipments actually 
in transit. The privilege may be extended under the terms 
of the Commission’s ruling to include free or reduced fare 
transportation of the caretakers or attendants from the 
points of destination of the shipments to the places at which 
the shipments have originated, as well as the free or reduced 
rate of transportation of the attendants while they are 
accompanying the shipments of these commodities. 

Either free or reduced fare transportation is per- 
missible, but, whichever practice is followed, it must be 
given in the same manner to all shippers and attendants 
under like circumstances in order to avoid unjust and un- 
reasonable discrimination and undue preference or advan- 
tage in violation of the act. 

The tariffs that govern the transportation of the com- 
modities requiring the services of attendants must contain 
the authority for the issuance of the free or reduced trans- 
portation for the caretakers. Regulations must also be con- 
tained in the tariff providing for the policing of the arrange- 
ment to prevent its misuse or abuse. 


It is permissible for tariffs to contain provisions allow- 
ing caretakers to be sent from one place to another to 
accompany shipments that are already arranged for or that 
are in transit. The attendants, in such cases, are required 
to pay the full fares in traveling to the shipments with which 
they are to return, but the fares are refunded if the same 
persons return as the actual attendants of the shipments. 
Tariff regulations permitting persons to travel over the 
carriers’ lines with the intention of purchasing live stock 
and of returning within a given time with a given number 
of carloads of live stock, receiving refunds of the fares 
paid on the outgoing trips, are unlawful and improper, in 
the judgment of the Commission.° 

The National Perishable Protective Tariff provides, 
in this connection, for the free outgoing and return trans- 
portation of caretakers, subject to certain exceptions. The 
return trip must be begun within thirty days after the 
termination of the attendant’s services as caretaker. The 
return trip must be made via the same routes as that used 
by the shipments which the attendants accompanied, except 





2Agent A. C. Fonda, Agent, Texas Lines’ Tariff No. 32F, I. C. C. 
No. 256, Item No. 20, page 6. 

4Interstate Commerce Act, Section 1, paragraph 7. 

5 Tariff Circular No. 20, Administrative Ruling 60. 
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square feet. There is railroad stor- 
age for over 500 cars. Tracks ex- 
tend the entire length of all piers. 
The 25-acre yard adjacent to the 
piers is devoted to the storage and 
distribution of lumber. 


MERCHANTS WAREHOUSE CO. 
Snowden Henry, Superintendent 


Eleven mammoth warehouses, con- 
veniently located throughout the 
city, provide over 1,300,000 square 
feet of excellent storage space. Each 
property is served by P.R. R. sid- 
ings. The Merchants Warehouse 
Company are the largest operators 
of warehouses in Philadelphia and 
are equipped to furnish all kinds of 
service incident to the handling of 
package freight on L. C. L. ship- 
ments. Liberal cash advances may 
be had on stored goods. Insurance 
rates are low. 


August The Trafic World —-—-—-—-————————e—m q——— 


Norfolk TideWater Terminals Inc. 


At Norfolk, Va.— 
NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Manager 

At this great terminal property there 
is every modern device for the rapid 
and economical handling of cargoes. 
There are three piers each 1300 feet 
long and four open-bulkhead berths. 
Eight warehouses provide 2,200,000 
square feet of floor space. They are 
served by depressed tracks and con- 
crete drives. The receiving, deliver- 
ing and classification yards have a 
capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight 
trunk line railroads. 


At Chicago— 


Richard D. Jones, Western Traffic Manager 
1646 Transportation Building 


HARVEY C.MILLER President 
W.B.MCKINNEY Secretary &Treasurer 
COMMERCIAL TRUST BLDG. PHILA. PA. 
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that, “when shipments have been handled through the medium 
of a belt or terminal line, forming a part of a through route, 
over which there is no regular passenger train service, return 
transportation as authorized in this rule will be furnished care- 
takers from and to passenger terminal of the carriers performing 
the line haul of the original freight shipment which the care- 
takers accompanied.® 

The Commission has held that the section of the act per- 
mitting the transportation of attendants or caretakers of ship- 
ments of fruit includes shipments of perishable vegetables, and 
that live bees in hives and live fish are included in the term 
live stock, as it is used in this sense, shipped under conditions 
making the attendants or caretakers necessary.’ 

In cases where the free transportation of caretakers or 
attendants in charge of shipments of live stock, poultry, milk, or 
fruit is provided for in the tariffs of express lines, and the rail- 
road companies provide in their tariffs that caretakers may 
be permitted to travel in passenger cars, the tariffs of the ex- 
press carriers and those of the rail lines permitting the arrange- 
ments must give reference to each other. 


Transportation of Circus or Show Outfits 

Railroad carriers transport the personnel and equipment of 
circuses and shows on special terms and conditions. The Com- 
mission permits the establishment of rates for movements of 
circus and show outfits on not less than one day’s notice. 

The tariffs of rates, rules, and regulations applicable on 
these special movements must be published under the specific 
authority of Rule 63 of Tariff Circular No. 20 and references 
must be made in the carriers’ tariff to this rule. The tariffs 
must publish the rates and charges for the movement specifi- 
cally showing the number and kinds of cars to be moved in the 
circus or show train movements, or the tariff may refer to a 
copy of the contracts governing the movements. Copies of the 
contracts between the carriers and the circus or show com- 
panies must be attached to the tariffs filed with the Commission. 
These tariffs need not, however, be posted at railroad stations. 
On the other hand, tariffs containing the general rules and 
regulations governing the movement of circuses and shows and 
the bases for the rates and charges for such movements, as far 
as is practicable, should be regularly published, posted, and 
filed with the Commission on statutory notice.’ 


Demurrage Tariffs 


Demurrage rules, regulations and charges are included in 
the category of terminal or other rules and charges which in 
“anywise change, affect, or determine the value of transporta- 
tion services” rendered by carriers to shippers or consignees, 
required by law to be published, posted, and filed with the, 
act. All such charges, including demurrage charges, are within 
the jurisdiction of the Commission. 

The rules of the Commission require that demurrage rules, 
regulations, and charges applicable to interstate commerce must 
be published and observed by the carriers as strictly as trans- 
portation rules and charges. The charges for demurrage must 
be assessed in accordance with the carriers’ tariffs in effect at 
the time the services are rendered. The charges under the 
effective tariffs are subject to such changes as may be made 
lawfully in the applicable tariffs during the period of the accrual 
of fhe charges.’° 

A car under demurrage for 10 days, during 4 of which one 
demurrage tariff is in effect and 6 days of which another is 
lawfully in effect, will be charged for on the basis of 4 days 
under one effective tariff and 6 days under the terms and charges 
of the superseding tariff. 

Minimum Charges 


Carload minimum weights are prescribed by classifications, 
classiification exemptions, and general or specific commodity 
rate tariffs of the carriers. In some cases, the carriers provide 
cars of varying sizes and different capacities and minimum 
weights that vary with the kind and capacity of the cars.™ In 
times of car shortage it is often difficult or actually impossible 
for the carriers to furnish prospective shippers with exactly 
the kind of cars or cars of the dimensions or capacities de- 
sired, even though the tariffs of the carriers provide for the 
transportation of the freight in certain kinds, dimensions, or 
capacities of cars. The Commission regards it as a manifest 
impropriety to require shippers to pay additional transportation 
charges for the use of cars of different dimensions or capacities 
than those that would adequately have accommodated their ship- 
— the carriers been able to supply the cars ordered or 
needed. 

Flexible rules permitting the use of cars of different dimen- 
sions or capacities are made by a number of railroads. These 


6 National Perishable Freight Committee, Agent R. C. Dearborn. 
7 Tariff Circular No. 20, Administrative Rul ng Co. 
8 Tariff Circular No. 20, Administrative Ruling 63. 
® Interstate Commerce Act, Section 6, paragraph 1. 
10 Tariff Circular No. 20, Administrative Ruling 61. 
pl 11 —_— Freight Classification, Rule 34, and effective sup- 
ements. 





The Trafic: Weld —<—<—_—_—_$______ 2 3m. 












Vol. XLIV, No ; 







ust 
Aug 


rules are applicable when cars are furnished by the 
of different dimensions or capacities than those ordered b 

shippers. Other carriers do not have any such poll, 
protecting shippers using cars of different sizes in liey of oe 
ordered. As a result of these differences in policy, they = 
cases where the originating carriers furnish cars of capacitin 
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or dimensions differing from the cars ordered b ; 
y the shi 
under rules that permit the use of the cars furnished — er 
the same terms and conditions that would have obtaineg ner 
the cars ordered been actually furnished, while connecting re 
riers that have no such regulations assess higher Charges oh Acct 
the shipments in accordance with the provisions of their tarits, dam, to 
This results in the imposition on the shippers or consignees S pent in 
unexpected extra charges, which the Commission regards ; bl tO. 
unreasonable. " “ of 1 
The Commission states its position in this matter as follows: indies 0 
The Commission believes that when tariffs provid | BB wcille an 
weights which vary with the size or capacity of the poy itis mm The chal 
of the carrier to incorporate in such tariffs a rule to the effect two-t 
when a car of the dimensions or capacity ordered by the pa for ¢ 
cannot be promptly furnished, and when the carrier for its own _ mania @ 
venience does provide a car of greater dimensions or capacity thm than ord 
that ordered, such car may be used on the basis of the minimum ail 
ee fixed in the tariffs for cars of the dimensions or capacity ertend -_ 

y the shipper, provided the shipment could have been loaded oe The 
upon car of the capacity or size ordered; and that if a car of smalls port says 
capacity than that ordered by the shipper is furnished, it may be “a special r 
on the basis of actual weight when loaded to its capacity, or that por- tra cost | 


tion of the shipment which can not be loaded into a ‘ 
be taken in another car and the shipment treated as _ ween = 
basis of the minimum fixed for the car ordered by the shipper: H 
that if the carrier is unable to furnish a car of larger ditmeniion 
ordered by shipper, it may furnish two smaller cars which may * 
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used on the basis of the minimum fixed for the car ord . howevel 
pacerneess that shipper may not order a car of dameshsinn on bbe. The 
or which a minimum is not provided in the carriers’ tariffs,” . parcels b 

Rule 34 of Consolidated Freight Classification No. 5 provides ing, hows 
the general basis for the use of cars other than those of the On a 
sizes and capacities ordered.” port of E 

When cars of different sizes or capacities are furnished jp that the 


authoritie 


lieu of cars ordered, the following information should be shown 
partment 


on the bills of lading and on the carriers’ waybills: (1) The 


capacities or dimensions of the cars ordered; (2) the dat showing | 
: e 

the orders; (3) the numbers and initials of the cars condi plane we 

and (4) the capacities or dimensions of the cars furnished. | (ae ™hines 
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If controversies arise between shippers and carriers be. 
cause of the absence of rules governing the substitution of cars 
from tariffs that provide graduated carload minimum weights 
for cars of different sizes, the Commission’s position is that 
such tariffs are prima facie unreasonable. This position of the 


Commission is the logical conclusion of the conception of the eign 47 

duty of carriers subject to the interstate commerce act to pro 

vide reasonable facilities for transportation. If the carriers 

cannot furnish the equipment to transport the carload freight In ce 

provided for in their regulations, it is their clear duty to pr. the pio 

vide some other method of transporting the freight as one ship organizati 

ment under the rates published for such movements. elapsed s' 
Minimum carload weights on which the carload rates a MiBVay 20, 1 


based are considered parts of the rates, since the charges on 
shipments of less than the minimum weights are based on the 
minimum and not the actual weights. Minimum weights, there 
fore, must be published in tariffs and posted and filed in the 
same manner as rates. 

Through carload minimum weights must be published wher 
through joint rates are established jointly by several carriers, 





except that joint through rates made up of combination rates HE { 
applicable via common basing points may be published, subject Depa 
to one minimum rate up to the basing points and to other or from 
different minimum weights for the portion of the routes beyond ed in 1 
the basing points. American 
New Equipment 48 sough 

This was 


Special regulations are permissible for use in connectiol 
with the minimum weights of shipments carried in new freight 
cars making their first trip. The mechanical departments 0 
many railroads do not permit new freight car equipment to be 
loaded to full capacity on the first trip in order to safe 
the cars and to test them thoroughly before they are 
regular service. In many cases, the regulations do not 
new cars to be loaded beyond 75 per cent of the marked 
ties or beyond the minimum carload weight fixed for the 
by classification or tariff regulations. 

If regulations of this type are enforced they must not work 
hardship on shippers. The Commission requires that, if 
protecting the light loading of new cars are used, they 
published in the tariffs and charges must be based on the lower 
minimum weights observed.“ If such regulations are 
lished in tariffs, the lawful rates and carload minima on which 
they are based are those published generally in the d 
the carriers and no other minimum weights may be 
in connection with new equipment. 

















2 Tariff Circular No. 20, Administrative Ruling 66. 
%C, F. C. No. 5, Rule 34, Sections 1 to 4, inclusive. 
14 Tariff Circular No. 20, Administrative Ruling 66, D. 
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EUROPEAN AIR SERVICES 


According to the report of Consul Carol H. Foster, Rotter- 
jam, to the Department of Commerce, the Netherlands govern- 
nent, in May, made a wide extension of air mail service avail- 
able to Dutch business men and the public generally. By the 
yse of new routes mail for the British and Netherland East 
indies may go by air from Rotterdam or Amsterdam to Mar- 
ville and be taken thence on fast steamers toward the orient. 
The charge for the air mail service is equivalent to two cents 
for two-thirds of an ounce or fraction. Mail for Australia, Tas- 
mania and New Zealand is carried three or four days faster 
than ordinarily by the payment of about 12 cents extra for air 


“" Dutch mail destined to Switzerland and Italy, the re- 
prt says, is carried without an air mail charge and without a 
gecial request for such service. Similar services without ex- 
tra cost are so given to Spain, Sweden, Denmark, and Norway. 
savings by the all mail dispatch run from fourteen hours to 
Stockholm, Sweden, to eight to ten days to Bogota, Columbia, 
md sixteen days to Bagdad. The saving to San Francisco, 
however, is only two days. 

The Dutch mail service also provides for the carriage of 
parcels by air and ordinary mail to many countries, not includ- 
ing, however, the United States. 

On account of reports that foreign airplanes using the air- 
prt of Hamburg, Germany, were increasing to such an extent 
tht the German service was being overshadowed, the German 
authorities have promulgated statistics, forwarded to the De- 
partment of Commerce by Trade Commissioner James T. Scott, 
showing that only in the matter of freight traffic carried by air- 
plane were the German vehicles conveying less than foreign 
machines. Last year the German planes carried only 31 per 
cent of the freight to Hamburg, that percentage showing a con- 
siderable decline from 1924 forward. In the numbers of ar- 
tivals and departures from Hamburg, the figures showed 61 
pr cent German and 39 per cent foreign. In the matter of 
passengers carried the German percentage was 53 and the for- 
eign 47 per cent. 


THREE YEARS OF FLYING 


In celebration of the third anniversary of the creation of 
the aeronautics branch of the Department of Commerce that 
organization has put out a review of the three years that have 
elapsed since the passage of the air commerce act, approved 
May 20, 1926. The review says that when the act was passed 
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there were no facilities for the examination and licensing of 
aircraft and airmen for the enforcement of air traffic rules or 
the collection or dissemination of aeronautic information. 

Two divisions were organized to handle such matters—the 
air regulations division and the division of airports and aero- 
nautic information. These two divisions, together with the 
airways division of the Bureau of Lighthouses, the airway 
mapping section of the Coast and Geodetic Survey, and the 
aeronautic research division of the Bureau of Standards con- 
stitute the aeronautics branch of the department of Commerce, 
under the charge of an assistant secretary of commerce for 
aeronautics provided for by the air commerce act, 

Up to July 1, the division in charge of applications for 
licenses as pilots, had received more than 68,000 applications 
and renewals for different sorts of licenses and had issued 
about 170 approved type certificates for airplanes, 25 for en- 
gines, and 28 for propellers. On July 1 there were pending or 
issued licenses for 6,835 pilots, 5,900 mechanics, 5,204 airplanes 
and 3,045 licenses for airplanes. On that same day approxi- 
mately 10,000 miles of airways had been lighted for night flying 
and in addition to the 206 regular weather stations, 125 stations, 
distributing weather information, had been established on the 
airways. 

A canvass by the division of airports and aeronautics in- 
formation of the manufacturers and operators shows that 24,346 
planes of all types were produced in the United States in 1928. 
They have a value of nearly $44,000,000. Aircraft engines 
manufactured in the year numbered 3,496, valued at $20,000,000, 
and that airplanes operating on schedule airport service flew 
10,500,000 miles in the year. That canvass also showed that 
planes engaged in miscellaneous, commercial and private flying 
covered about 60,000,000 miles in the twelve months. In the 
regular air-transport service, 45 operating companies are now 
flying 70,000 miles per day carrying mail, express and passen- 
gers. About 25,000 miles of this daily scheduled operation, 
says the review, are being flown in the hours of the night. 


AIRPORT PROBLEMS 


City officials throughout the country are preparing to lay 
their airport problems before a municipal airport conference 
to be held at Washington, D. C., Oct. 24-25, by the city officials’ 
division of the American Road Builders’ Association, says an 
announcement by that association. 

An immediate response to the announcements of the con- 
ference sent out ten days ago to several thousand officials of 
city goverments indicates the widespread desire to learn more 

















Carrying Helium 


HE first of a fleet of cars to be delivered to the Navy 
Department for use in the transportation of helium gas 
from production plants in Texas to Lakehurst, N. J., to be 
used Mm navy dirigibles, has been completed by the General 
merican Tank Car Corporation, Chicago. While large capacity 
a8 sought in the car design, safety was the first consideration. 
tls was provided through the construction of 28 individual 








Gas for Airships 


tanks bored from solid billets of steel, with special means for 
double sealing and safety devices for protection against over- 
pressure and other contingencies. A special metal not before 
used in the construction of large tanks was employed. It has 
great strength in an unhardened condition. In the event of 


serious accident to the car, the tanks could not be broken into 
fragments, 


it is stated by Captain R. C. Pierce, consulting 
engineer of the builders, who invented the 
valves and safety —— and supervised 
the design. The cylinders are tested to 
withstand a pressure of 3,300 
square inch. 

The Navy Department has under. con 
struction two airships of record size, for 
which unprecedented amounts of helium 
will be required. Dirigibles of the size of 
the Los Angeles require eleven carloads of 
this next to the lightest of all gases for a 
single inflation. 

The new cars weigh 215,000 pounds and 
accommodate a maximum load of less than 
2,000 pounds each. 

The accompanying picture shows a group 
of naval representatives and officers of the 
Ninth Naval District examining the new 
car, which was exhibited in Grant Park, 
Chicago. 
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about airport development. Atlanta, Ga., was first to indicate 
that it would be represented. 

The District of Columbia has long had hopes of developing 
an airport that would be a credit to the capital and a model for 
the nation. Capt. H. C. Whitehurst, district chief engineer and 
head of the city officials’ division, has appointed Major Donald 
A. Davison, district assistant engineer commissioner, to head 
the municipal airport committee. In this capacity Major Davi- 
son is arranging and will be chairman of the conference. He 
has been in charge of all the preliminary surveys and studies 
for the proposed national airport. 

Leaders are being chosen, says the announcement, for the 
discussion of the following subjects: 


Factors to be considered in the selection of airport sites. 
Transportation and traffic regulations adjacent to airports. 
Airport management, housing and building control. 
European practices. 

The design of runways, landing areas and field surfacing. 
Airport drainage. 

Relation of airports to public parks; public attendance. 


Airport finance. 


That the establishment of adequate airports in all of the 
important cities will be a long step toward placing air traffic 
on a stable footing is the opinion of Major Davison and the 
conference committee. 

The advice and opinions offered will be free of bias or sales 
propaganda and of the type which has cost New York, Chicago 
and other large cities thousands of dollars to procure. 

Primarily the meeting has been arranged for the benefit 
of cities that want to build airports or improve those now in use. 


FEDERAL AID TO HIGHWAYS 


In the fiscal year 1929, the federal government cooperated 
with the states in the improvement of 7,022 miles of federal-aid 
highways, bringing the total mileage of the system improved 
with federal aid to 78,096, according to figures of the bureau of 
public roads of the Department of Agriculture. The year’s mile- 
age was improved in the 48 states and Hawaii by state highway 
departments working in cooperation with the federal bureau. 
There are approximately 188,000 miles of main interstate and 
intercounty highways in the federal-aid system, of which the 
above mileage and approximately an equal mileage built by the 
states without federal assistance is now improved. 

The 7,022 miles improved include 1,056 miles of graded and 
drained earth roads, 563 miles of sand-clay, 1,293 miles of gravel 
roads, 189 miles of waterbound macadam, 728 miles of bitumin- 
ous macadam and bituminous concrete pavements, 3,101 miles of 
Portland cement concrete pavement, and 48 miles paved with 
vitrified brick. Forty-four miles of bridges and approaches were 
also constructed. 

In addition to the improved mileage, at the end of the year 
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there were under construction with federal aid 9,526 miles 8 35 
of which were undergoing initial improvement, and 1,168 tn 
being given a higher type of surface than was provided in Were 
inal construction. The estimated cost of the mileage under a 
struction is $238,158,495, which includes federal funds in 
sum of $96,500,347. the 

At the end of the year there were also approved for 
construction, 1,833 miles of highways and a further 1,065 Miles 
to receive a higher type of surface. The toal cost of pen 
proved mileage is estimated at $61,500,674 to which fees 
funds in the sum of $24,137,546 have been allotted, ™ 


BUS DIVISION REORGANIZES 


Anticipating that Congress will enact legislation at the ap. 
proaching session for federal regulation of interstate bus ieee 
tions, the national motor bus division of the American Automobile 
Association will be completely reorganized with the view more 
effectively to serve the needs of the industry, says a Statement 
issued by the association. 
The bus division says the first step in this direction wil 
taken August 22, when bus operators and state association 
officers from all parts of the country will meet at the Hotg 
Stevens, Chicago, to discuss changes in the present make-up of 
the bus division. 
The association points out that the Chicago meeting wil] , 
one of the most important ever held and plans will be mag 
moré effectively to meet the changing conditions and progres 
of the industry. 
“This gathering,” it is stated, “is in compliance with a deg. 
sion reached at the annual meeting of the Motor Bus Divisigy 
held in Buffalo, N. Y., July 1 and 2 and is primarily designed ty 
work out a plan to give the individual operator greater responsi. 
bilities, as well as a voice in the administration of the orgayj. 
zation.” 
The A. A. A. Bus Division said that at the beginning of the 
present year there were a total of 92,400 buses of all types in 
operation, nearly twice as many as four years ago, and they 
carried a total of 1,793,000,000 passengers in 1928. ; 
The statement continues: 
, With such a picture of what is possibly America’s f i 
industry, it can be easily seen that there is a constant ane it 
changes in the organization charged with protecting the interest of 
this vast industry. Especially is this true with the prospects bright 
ee Ne much-needed federal regulation for the interstate opera- 

Under the proposal now before Congress, supported by tl 
Motor Bus Division, interstate bus lines will ory regulated a 
commissions, acting through joint boards as federal agents. Such 
legislation has long been one of the outstanding needs of the industry. 

Plans for vigorously prosecuting its demand for this help from 
the legislative branch of the government will be discussed at the Chi- 
cago meeting. In view of the importance of the gathering to the bus 
industry, operators are expected to attend from every section of the 
United States, y 
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A “Hind End Foremost” Engine 


panying illustration have just been delivered to the Southern 
Pacific to be used in freight and passenger service over the 
heavy mountain grades of its Sacramento division between 
Roseville, Calif., and Sparks, Nev., a distance of 139 miles. They 


Toa: engines of the ultra modern type shown in the accom- 





are of the single expansion articulated type, with sixteen drive 
wheels, thirty-four wheels under engine and tender, and a coll: 
bined weight of engine and tender of 906,000 pounds. Advan- 


tage has been taken of the fact they are oil burners to place the 
cab end forward, with the tender coupled 
to the smokebox end at the rear. That 
has the value of keeping the cab clear of 
smoke and gases when operating throug 
tunnels, as well as providing better vis 
bility. 

The general specifications were Pr 
pared by George McCormick, general s! 
perintendent of motive power, Souther 
racific, and the details were worked ol! 
jointly by the railroad company and the 
builders. The driving wheels have 4 
diameter of 63% inches and the total 
length of the wheel base of engine atl 
tender is 106 feet and 5% inches. The 
have a tractive force rating of 112,70! 
pounds. Air pressure on the oil feed 
sures positive flow through the long col 
duit from the tender to the firebot 
immediately behind the cab. 

The line over which these engi 
be operated has a maximum grade of 
per cent, eastbound, and of 2.3 per “el! 
going west. 
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—with Aristocratic Punctiliousness— 


ag hg = gentlemen’’ of the Pennsylvania’s 
SA te famous fleet of ‘‘Limiteds of the 
ection of the ;. Freight Service,’’ noted for their 
(up to date of £ oing to p ress) on time dependability: 
— ; FLYING CLOUD 
é ‘HIS blue-blooded freight train regularity have made them the aiiieniin 
is a thorough gentleman. It favorites of Industrial Traffic Man- Buffalo to Pittsburgh 
keeps all its appointments religiously agers throughout the country. THE EAGLE 
initia tate —and its word is as good as its bond! These transportation experts rec- Perishable — Merchandise 
and a col: With consistent on time depend- ognize that Pennsylvania service Cleveland to Seaboard Cities 
ids, Advan ability it travels the route from answers the two questions of greatest THE ORIOLE 
bed. poste Chicago to Columbus, Ohio—haul- importancein freight transportation: Perishable Freight 


(from Southern States) 


' t i : “c : ” = ° : ail 
. rear. Tha ing rich cargoes of “perishables 1. Where—at any given time—is Washington to New York 
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en rea and general merchandise—much of the shipment? ... By a system of ome entinaeen 
; better visi which is consigned via connecting “passing reports,” the location of Seciduadien 
. wie lines to its name-state, Virginia. any cars can be readily ascertained Pittsburgh to Chicago 
The Virginian has many “gentle- so that they may—if desirable—be THE BLUE GOOSE 
~ worked ott men-comrades” among the Penn- diverted in transit to more profit- actin sshd 
any - the sylvania’s famous “Limiteds of the able markets. Seaboard Cities to Buffalo 
> ave 4 . e ” ° ° . 
nt the total Freight Service.” Indeed all of these 2. Will the shipment arrive on THE GREYHOUND 
engine named trains are turning in high on time? .. . Excellent on time records Live Stock 
nee 1126 time records day after day, week give assurance that shipments will St. Louis to Seaboard Cities 
S ol feed it after week, Their dependability and arrive as scheduled. 
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Ocean Shipping News 





OCEAN FREIGHT RATES 


The Trafic World New York Bureau 


Full cargo rates have remained uniformly strong in the 
last week, due more to the absence of available vessels than to 
any volume of business. Traffic continues stagnant. Only four 
vessels have been fixed in the last several days. Shipowners 
are refraining from pressing their ships on the market and, in 
fact, are withdrawing them for operation in other trade routes. 
This substantiates recent reports that business is better in 
Argentine grain and other directions than from the north 
Atlantic. 

Brokers are advising their customers that the first evidence 
of a revival in activity will result in sharp advances in charter 
rates. High prices for American wheat, together with the abund- 
ance of the Argentine crop, have operated to curtail shipments 
from this continent, but it is these have merely delayed and 
not eliminated necessary purchases here. 

Current quotations on grain rates from the gulf are as 
follows: for August loading, 3s 34d to 3s 4%d to the United 
Kingdom, 15 cents to Antwerp-Rotterdam, 16 cents to Hamburg- 
Bremen, and 20 cents to the Mediterranean. No firm quotations 
are reported for the Montreal-European trades, which are sub- 
ject to negotiations between shippers and owners. 

The coal trade remains quiet. One or two orders are 
reported in the market from Hampton Roads for Rio and the 
River Plate, on the basis of offers of $3.20 a ton from char- 
terers for Rio. Inquiries have been made for space to West Italy 
at $2.60 a ton, but without attracting vessels. 

The lumber market is devoid of activity. Time charter rates 
have been strong, due to the dearth of suitable vessels which 
has caused charterers to increase their offering prices. 

' Tramp Cargo Rates 

Lloyd’s List’s compilation of the mean averages of tramp 
full cargo freight rates for the first six months of 1929 shows 
the figure 92.6 for the world, a gain of 7 points over the first 
half of 1928, though the recovery for the first half of the cur- 
rent year places the world level still 11 points below the 103.6 
for the first half of 1927. 

It will take more convincing improvement than that which 
has lately come into the chartering market to cause material 


modification of the view held by some freight authorities that, 


the severe decline from 103.6 for the first half of 1927 to 85.6 
for the first half of 1928, was not the beginning of a major 
bear movement in rates that has not yet ended. The recent 
rapid recovery in Australian grain rates and Welsh coal rates, 
with the continued strength in West Indies time charters, 
though somewhat isolated from the general market situation, 
may presage such convincing improvement. 

In this connection it is regarded as having much wider 
significance that the European division of tramp freights has 
led the recent recovery with a gain of 12.7 per cent, while the 
Pacific Australasian division, admittedly the newest and most 
promising commercial division, through a variety of local con- 
ditions, actually scored a decline of almost one per cent from 
1928 to 1929. The average January-June, based on 1923 as par, 


follows: 
1927 1928 1929 
CEE nies rede detaecan sae esteeins ae ee Nee 88.9 76.6 92.6 
EE OP nor rT eT CTT re re 88.9 76.6 89.3 
SNE BIBBTIOR (occ ccccrsivec:0000sieenceecseecees 107.5 86.2 96.7 
ME UN, QUES 6 sosoisic 0 5:6:0:600 600 ec seinens <ewceaden 104.9 92.2 93.1 
ee Sane ee err rere ee 108.3 88.3 87.4 
CO EE eee errr ery orem 103.6 85.6 92.6 


Gulf-United Kingdom Agreement 

Approval by the Shipping Board of a new agreement gov- 
erning the operation and rate making powers of the Gulf-United 
Kingdom conference that gives this group of lines freedom to 
make ocean rates in their own trade, regardless of the rates 
applicable between other port ranges and the United Kingdom, 
has aroused opposition at Philadelphia. George W. Edmonds, 
manager of the Port of Philadelphia Ocean Traffic Bureau, 
holds that, inasmuch as the Gulf lines may establish rates be- 
low the North Atlantic level, this may cause serious diversion 
of traffic from Central Freight Association Territory to the 
Gulf route instead of moving through Philadelphia or other 
North Atlantic ports. 

New York Barge Canal 

Commenting on Representative Dempsey’s advocacy of the 

deepening of the barge canal channel by two feet at a cost of 


$60,000,000, Gov. Roosevelt, of New York, who has just F 
pleted a tour of the canal, stated at Montreal that, in pig wn 
ion, deepening of the canal would not be effective without re 
moval of the 300 fixed bridges crossing the waterway meh. 
would involve an estimated cost of $150,000,000 if they ie. 
be replaced by swing bridges. He suggested that the “a 
feasible way of improving canal conditions lay in the adoptio 
of barges of new design with wider beam than those now ry 
use. He added that, while the canal was designed for g 7 
pacity of 20,000,000 tons of freight a year, it was not pol 
more than 3,000,000 tons. He was informed by Canadian if 
cials that the St. Lawrence canals are being operated at tl 
capacity. 
Guatemala Regulations 


Conflicting reports concerning the effectiveness of the ney 
consular regulations of Guatemala, which went into effect Jy; 
1, have caused some confusion on the part of shippers anj 
others having relations with the Guatemala officials. In onde 
to clearup the situation, the Merchants’ Association sought 
specific information from the Consulate, and the following let 
ter was received from Consul-General Julio Montano N.: 


I am pleased to inform you that, in accordance with the gover. 
ment’s latest dispositions, beginning July 1, this Consulate-General 
is advised that consular fees would be collected at the rate of 3 yet 
cent ad valorem on shipments going by freight and parcel post pe 
well; that bills of lading and manifests will be legalized without addi- 
tional fee, and that every article must be shown on the invoice jy 
accordance with the new tariff and the corresponding number, Y 

Also, in conformity with recent instructions the health certificate 
and pedigree must be provided when shipping all kinds of living 
animals, plants, seeds, etc. A 

The new law also forbids the introduction into Guatemala o 
second hand sacks or bags, and the invoices covering shipments of 
flour must accompany a certified chemical analysis. 

All these dispositions were in full effect since July 1, but due ti 
our not having extra copies of the new tariff, the shippers have had 
difficulty describing in their invoices the merchandise ir accordance 
with the tariff; for this reason this Consulate General has not ée- 
manded this requisite, although the majority of the shippers have 
obtained the necessary information from us, and they are already 
filling their invoices in conformity with the new law. 


FREE PORTS OR NO? 


For several years the question of establishing foreign trade 
zones or so-called “free ports” at ports of entry in the United 
States has been discussed with increasing interest by the ship 
ping public, and various bills looking to this end have bee 
introduced in Congress, says a statement by the Shipping Board 
The pending tariff bill may provide the necessary legislation if 
congress decides that free ports or foreign trade zones wouli 
benefit American commerce and shipping. 

Because of the widespread interest manifested in the ide 
by chambers of commerce, boards of trade, port commissions, 
and other port bodies, Chairman O’Connor, of the Shippin 
Board, some time ago caused an investigation to be made 0 
the subject, in order to enable those interested to determine 
whether or not it would be advisable to establish foreign trade 
zones in the United States. The results of the investigatiol 
have just been published in a volume entitled “Foreign Trade 
Zones, or Free Ports.” The bureau of operations of the board 
was assisted in making the investigation by the board of 
engineers for rivers and harbors of the War Department and 
by the consular service of the State Department. 

The first part of the volume consists of an analysis of the 
various reports submitted by the State Department on Ut 
principal free ports of Europe, with special reference to the 
advisability of establishing such ports or zones in this count). 
An effort has been made to show the effects produced by these 
ports or zones on shipping and terminal facilities abroad, 12 
order to furnish a basis for judgment as to whether, in evell 
they are established in the United States, the same results ma 
be looked for. The report points out that, while the geographic#! 
and economic position of the United States is not analogous " 
that of northern Europe, where the free port has proved mos 
successful, there is, nevertheless, a possibility that free por 
or foreign trade zones, properly located in some of the existilé 
ports of the United States, might have a stimulating effect 02 
port growth and foreign trade. ' 

The volume- shows that the main argument in favor 0 
free ports is that they would aid in the development of ta 
shipment and consignment trade, and would thus build wp 
merchant marine, all of which benefits would, it is ¢l 
come about as the result of the elimination of customs dues 
and regulations in the defined zone which constitutes the free 
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satisfied customer 
—the best ad 


EAD what H. L. Held, traffic manager 
R of the Federal Match Corporation, 
Chicago, said about Poker Fleet service of 
the Minnesota-Atlantic Transit Company 
between the East and Northwest: 


“Personal investigation for the past two years by 
the writer indicates that your company has been 
handling our carload and LCL shipments of matches 
from our Bellefonte, Pa., and Duluth, Minn., fac- 
tories as well as carload shipments of raw mate- 
rial to our factories very satisfactorily as to service 
and condition of material on arrival. We have 
never had to file a claim against your company for 
either loss or damage. 


“We know that your schedules have been invari- 
ably carried out to the letter, and the tracing service 
rendered by your Chicago office has been exception- 
ally good. If the writer as well as other officers of 
this company can be of service to you in recommend- 
ing your service to shippers, you can rest assured 
that we will gladly furnish the necessary satis- 
factory references.” 


T’S that everlasting regularity and care- 

ful handling that appeal most to those 
who use the Poker Fleet. A sailing every 
other day from each port served—and not 
maybe! Then, too, there’s a considerable 
saving as compared with an all-rail route. 


OR example, if you ship first class freight 

from Baltimore, Boston or New York to 
Duluth there is a saving of 66 cents per 
hundred pounds by using the lake and rail 
route of the Minnesota-Atlantic Transit 
Company instead of an all-rail route. And 
from the same points to Minneapolis or St. 
Paul, there is a saving of 39 cents per hun- 
dred pounds. 


For further information address the execu- 
tive office or the nearest branch. 


MINKESOTA-ATLANTIC TRANSIT COMPANY 


Fast package freight service between 
Buffalo—Detroit—Duluth 





A Division of the 
TERMINALS AND TRANSPORTATION CORPORATION 
OF AMERICA 


A. Minter McDouaat., President 
Executive Offices: 1174 First National Bank, Detroit 
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ARE YOU GETTING 


100% 


On Your Transportation Dollar 


Delay in transit means increased 
charges on 


Transportation 
Storage 
Demurrage 
Switching 


These unnecessary costs eat up a large 
part of your dollar. 


ROUTE PROPERLY 


Use the logical gateway to the Midwest; 
one that has been created to serve your 
needs. 


PORT HOUSTON 


Has installed modern wharves and 
facilities which are added to as traffic 
demands. The Port Commissioners and 
officials are ready to cooperate with 
all the shipping interests in providing 
facilities and speeding the movement of 
freight. 


Get the facts about Port Houston. You 
need the Houston Port Book on your 
desk. Send for it NOW! 





oe B? 


Address 


DIRECTOR OF THE PORT 
5th Floor, Courthouse 


HOUSTON TEXAS 
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port. Towage, moorage, dockage, demurrage, harbor dues, port 
warden’s fees, and similar charges would not be affected. 

Analysis of the free port situation in Europe indicates that 
an excessive number of competing free ports in the same trade 
area generally tends to defeat the purpose for which they have 
been established. The report, therefore, suggests that, if Con- 
gress should authorize the establishment of free ports in this 
country, it might be well at the same time to provide for pre- 
liminary investigations to be conducted jointly by the Shipping 
Board and War Department, in order to determine the loca- 
tion and, perhaps, the size of the various free port areas. 
These, it is pointed out, should in all cases be established at 
strategic trade points, due regard being had to the natural flow 
of commerce, the port’s advantages with respect to the con- 
centration and transshipment of products of foreign origin, 
and the proper coordination of rail and water traffic. 

Copies of the new volume may be obtained from the 
Shipping Board, the War Department, or the Government Print- 
ing Office. 


FOREIGN COMMERCE IN 1928 


The bureau of research of the Shipping Board has just com- 
pleted what the board deems one of the most comprehensive 
studies of the volume of American foreign trade and shipping 
ever undertaken. A summary of what the board said were the 
high spots in the report on that study disclosed that 5,100 ves- 
sels of 23,000,000 gross tons flying the flags of 28 countries par- 
ticipated in the carriage of American foreign trade in the fiscal 
year 1928, transporting 1,750,000 passengers and 100,000,000 tons 
of cargo valued at nearly eight billion dollars. The combined 
passenger and freight revenue approximated a billion dollars. 

The percentage of cargo carried by American ships was 
one-third of the total in value and forty per cent in volume. 
Twenty-eight per cent of the pessengers were transported in 
American ships. 

Comparing the carriage of American foreign trade in Amer- 
ican ships in the decade ended 1914 with that of the past de- 
cade the figures disclose a marked increase in the percentage 
and value of cargo carried in American ships. 

In the decade ended 1914, the average carried in American 
ships was slightly more than ten per cent of the total value of 
our foreign trade, while in the decade ended June 30, 1929, it 
averaged better than thirty-six per cent. In view of the fact 
that the value of our foreign trade in the decade just concluded 
has been more than double that of the decade ending with 1914, 
it is significant that the twenty-six per cent gain in the trans- 
portation of our foreign trade carried in American ships in- 
volved an advance from an annual average of $300,000,000 dur- 
ing the decade 1905-1914 to an average of two billion six hun- 
dred million dollars in the decade 1920-1929, an increase in 
value of more than seven hundred per cent. 

United States vessels of 100 gross tons and over taking 
part in foreign trade in 1928 numbered 1,811 of 7,462,000 gross 
tons, consisting of 135 combination passenger and freight car- 
riers, 1,001 general cargo vessels, 270 tankers, one refrigerator, 
155 sailing ships and 249 barges. 

British vessels numbered 1,734 of eight million gross tons 
and included 129 combination passenger and freight carriers, 
1,145 general cargo ships, 209 tankers, 33 refrigerators, 101 
sailing vessels and 117 barges. British vessels handled thirty 
per cent of the tonnage volume of our 1928 water borne foreign 
commerce. 

Other foreign flag vessels employed in the transportation 
of the 1928 foreign commerce of the United States included 399 
Norwegian ships of 1,460,000 gross tons which carried eight 
per cent of the total trade; 199 Japanese vessels of 1,240,000 
tons which carried four per cent of the total tonnage volume; 
161 Italian ships of 1,000,000 gross tons carried two and one- 
half per cent of the trade; 150 German ships of 890,000 gross 
tons carried two and three-quarters per cent of the total cargo 
volume; 127 Dutch vessels of 677,000 gross tons carried two 
and three-quarters per cent of the foreign trade; 122 Danish 
ships of 431,000 gross tons carried two and one-half per cent 
of the total cargo; 104 Swedish vessels of 418,000 gross tons 
carried two and one-quarter per cent, and 90 French ships of 
623,000 gross tons carried two per cent of the total cargo ton- 
nage moved in the water-borne foreign trade of the United 
States in 1928. 

Ships of 18 other nations participating in the 1928 water- 
borne foreign trade of the United States numbered 200 of 
785,000 gross tons. The cargo tonnage handled by these 200 
vessels aggregated less than four per cent of the total traffic. 
The nationalities represented by these vessels included: Spain, 
Honduras, Belgium, Greece, Panama, Brazil, Dansig, Mexico, Ni- 
caragua, Portugal, Venezuela, Chile, Peru, Finland, Cuba, Russia, 
Columbia, and Argentina. 

Bulk commodities comprising petroleum, grain, sugar, coal, 
lumber, ores and fertilizers constituted seventy-three per cent 


“five hundred and fifty per cent in tonnage since 1914, Wig 
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of the total trade. The bulk traffic in tankers wag a 

twenty-nine per cent of the total trade, the remaining { 

four per cent being transported in other types of Carrierg ; 
total tonnage carried by vessels other than tankers Was 

proximately 72,000,000 tons of which 44,000,000 tons wars 
posed of dry bulk commodities. Of the total 40,000,000 rue 
carried by American flag ships, 30,000,000 tons, or Seventy 
per cent, was made up of bulk commodities. Of the total -. 
000,000 tons carried by foreign flag ships, 42,000,000 tons . 
seventy-one per cent, was made up of bulk commodities " 

In the fiscal year 1928, approximately seventy per cent gf 
the entire water-borne commerce of the United States was 
ried in direct trade, the remaining thirty per cent being ew 
ried by foreign vessels plying between the United States ani 
foreign ports not located in their own countries. 

Of particular interest is the growth of American fy 
services since 1914, when the total ocean-going American ther. 
chant marine employed in foreign and non-contiguous SErvices 
consisted of fifteen foreign services and five non con 
services operating a total of 112 vessels of less than 600,00) 
gross tons. : 

At the present time the ocean-going American merchant 
fleet employed in established lines in foreign and non-contigngy 
trades consists of 671 vessels of over 3,865,000 gross tons, Thy 
shows a five hundred per cent increase in numbers and 
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few exceptions these vessels are of 2,000 gross tons and ov 
and sixty-six per cent of the number and sixty-five per cent ¢ 
the gross tonnage are now under private ownership, 

At the height of government activities in the shippix 
business the Shipping Board had under its jurisdiction ip ye 
sels contracted for, requisitioned, commandeered, seized, tray 
ferred, chartered and purchased, 4,500 ships of over seventes 
and one-half million gross tons. 

That tonnage has been reduced to the present total of les 
than 3,280,000 tons, comprising 595 ships still remaining une 
control of the Shipping Board, of which 229 vessels of 1,335, 
tons are in active service. 


CAST IRON PIPE REPARATION CLAIM 


The United States Cast Pipe & Foundry Co., in $hippix 
Board docket No. 55, United States Pipe & Foundry Con 
Tampa Inter-Ocean Steamship Co. and Kerr Steamship &, 
asks for reparation amounting to $1,606.73 on account of damage 
claimed to have been suffered by reason of the defendants’ 
reasonable method of computing 40 cubic feet of cast iron piy 
shipped from ports in Virginia, Alabama and Louisiana # 
Manila, P. I., prior to January 23, 1929. On that day a cm 
promise was agreed upon as a result of negotiations between tit 
complainant and the steamship lines for the computation d 
40 cubic feet when the ship exercised its option of rating t 
pipe by weight or cubical measurement. The new method ff 
measuring pipe, the complaint said, was published in Far Ba 
Conference Tariff No. 6, to the basis of which reparation ¥# 
asked. 


NEW WESTFAL-LARSEN MOTORSHIPS ARE NAMED 


Names of the five new motorships being rushed to 
pletion for the Westfal-Larsen Company Line, operating betwet 
the Pacific coast and the east coast of South America, togetlé 
with complete sailing schedules until December, 1930, have bel 
announced by the General Steamship Corporation. 

The first of the new vessels will be the Villanger, loadit 













































































in September, followed by the Hindanger, in November, and th Englar 
Brimanger in December. The Tananger will make her init 
voyage in May and the Heranger in November, 1930. The I For 
ent five vessels of the line will be used to fill in as required § 
order to maintain the monthly sailings until each of the 2¢ progra 
ships has entered service. od h be 
The five new vessels will be sister ships of 8,500 tons de as 
weight capacity, with a speed of 14% knots and accomm a 
tions for a limited number of first-class passengers. The Ty ore | 
ger and Heranger will have 72,000 cubic feet of refrigera® the 
space, while the Villanger, Hindanger and Brimanger ¥! I 
equipped with 60,000 cubic feet. tap BH Hu 
The Villanger was recently launched. Main propelling ® f 
chinery of the motorship consists of two sets of singlea have | 
Diesels of the enclosed trunk piston type, working on the 
stroke cycle system. laid W 
NEW WARD LINER J comm: 
Franklin D. Mooney, president of the Atlantic, Gall 
West Indies Steamship Company, announced August ooo. super-t 
construction on the second unit in the company’s $10) site! 
shipbuilding program of two 20 knot electrically drive? ow moder 
ships for the New York-Havana service of the Ward ne im 
just been started in the yards of the Newport News Shi Prov 





id a few ¥ : 
ing Company. The keel of the first vessel was laid 4 contin 
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ODAY a new Boston and Maine Railroad bridges the 
distance between shipper and receiver, within New 
England—and to and from New England. 

For three years it has been proceeding actively with a 
program of reconstruction. In this period $55,000,000 
has been spent to re-build and re-equip, and this year 
more than $16,000,000 more is being ploughed into 
the road to further perfect Minute Man Service. 

Hundreds of miles of road-bed 
have been rock-ballasted and re- 
hid with new heavy rails to ac- 
commodate a new fleet of modern 
‘upet-power locomotives and large 
modern freight cars. With this 
improvement program which still 
Continues, over $3,000,000 is being 


Omorrow’s 


through routes. 
In the past three years 300 bridges on the Boston and 
Maine have been strengthened or reconstructed to accom- 


BosSTON 


NOM AINE 


RaiLROAD 
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ridges 


spent this year on bridge construction alone — affording 
the freest movement by the heaviest power, on the fastest 


modate this new super-power equipment. 
This program of “building tomorrow’s bridges” has 


cut many minutes from the running time of Boston and 


Maine freight trains and has so 
“bridged the gap” between shipper 
and receiver in and out of New 
England that today the “B & M” 
is giving a speed and dependability 
far surpassing any that has gone 
before—in short, Minute Man 


Service. 
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ago and both liners will be completed in time to enter service 
for the winter tourist season of 1930-31. 


With the construction of these two liners under way and 
plans being completed for a new liner for the Porto Rico Line, 
Mr. Mooney sails for Europe with his family for a holiday, 
part of which will also be in the nature of a business trip. 


The new vessels building for the Ward Line will rank 
among the fastest in the American merchant marine and their 
speed of 20 knots will enable them to cut the company’s present 
running time from seventy-two to less than sixty hours. They 
will be twin screw vessels with a displacement of 15,870 tons 
and a length of 508 feet. They will have accommodations for 
378 first-class and 90 tourist-class passengers. 


Plans for the new proposed Porto Rico Liner calls for a 
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vessel larger and faster than the company’s presen 


t in 
the Coamo. flagship, 


ATLANTIC DEEPER WATERWAYS ASSOCIATION 

The Atlantic Deeper Waterways Association wij hold js 
twenty-second annual convention at New-York-Up-Hudgson Nex 
York, September 23 to 27, inclusive. The announcement 
a complete business and entertainment program yij] .— 
nounced later, but that the present plan contemplates a 
tering one of the “commodious and palatial up-river steamers 
on which the guests may be housed and fed, and on wr 
many of the convention sessions may be held. Stopg wij ‘ 
made at historic points where special exercises wil] be helt 
It is expected the steamer accommodations will be such a; ;, 
make unnecessary transfer to a hotel at any time. " 











Railroad Engine Endurance Record 


records over Lambert field in St. Louis, a long, b!ack 

Mikado-type freight engine, weighing 560,000 pounds, 
pulled steadily between Kansas City and Birmingham over the 
rails of the Frisco Lines, setting a new “endurance” record for 
constant performance of railroad motive power. 

No news-reel photographers or eager reporters greeted the 
steam monster at her terminals in Alabama or Missouri, and 
no flashlights boomed in the face of the grizzled road foreman 
of engines who rode her, as he climbed stiffly from the cab 
at the end of each run. 

But from ocean to ocean men in the railroad world watched 
the progress of Frisco locomotive 4113 as she pounded along 
the 100-pound steel toward a goal of 4,500 miles without having 
her fires “knocked” or any mechanical work performed on 
her huge bulk. 

Passed along by word of mouth in that way unique in ra‘l- 
road circles, an engine wiper for the S. P. in Ogden, Utah, 
hears and repeats to a crew leaving for the west that the 
Frisco’s engine has run 1,470 miles now without inspection or 
a firecleaning. From Chicago to Harrisburg to New York, 
through many engine terminals, travels word that the Frisco’s 
widely-known “Dee” Forsythe, grizzled road foreman of engines 
with 50 years’ service in an engine cab, has completed his 
second round trip from Kansas City to Birmingham—‘“2,940 
miles, by golly, without knockin’ her fires, and the old hog still 
asteamin’ pretty!” 

Far removed from a publicity stunt is this engine run by 
Frisco Lines. The motive power and fuel departments of that 


Wreeeor the St. Louis Robin soared to new sustained flight 





LOCOMOTIVE NO. 4113 ON ITS RECORD RUN 


railroad are after certain information essential to their succes 
in the eternal battle with increasing expenses. i 


The superintendent of motive power is confronted with the 
question of whether he can successfully abandon certain gy 
divisional roundhouses, with their pay roll for fire knocker 
flue blowers, boiler washers, engine watchmen, fire builders 
and helpers. He must maintain these facilities if it is necessary 
to continue putting an engine in the shop for inspection, possibie 
repairs and fire-knocking, at the end of a sub-divisional m 
of 125 miles. That has been necessary on railroads for many 
years. Modern engines, like the 4113, of which the Frisg 
owns 65, are so sturdily constructed and such excellent power 
the superintendent reasons, that they should be able to run tw 
sub-divisions or perhaps more, without this costly maintenance 
and upkeep. 

The Frisco’s fuel agent buys a half million dollars’ worth 
of fuel each month to feed the engines that haul 100,000 cars 
of freight every 30 days over the railroad. Perhaps, by mais. 
taining the engine fires over a longer period of time, the 
expensive process of “knocking” and rebuilding the fires each 
125 miles can be stretched to 250 or even 500 miles. 


From Kansas City, Mo., in the early evening of July 21, the 
engine left for Birmingham, pulling the Frisco’s “hot-shot 
meat and merchandise train, fast No. 131. At 10 o'clock the 
second morning (July 23) No. 131 arrived in Birmingham wit 
engine 4113 still at the “head end.” A slight rest for the engine 
with steam kept up in the boiler, and the return trip was begu 
on No. 136, hauling steamer freight which had come down the 
coast from New York to Savannah thence 
to Birmingham, and Florida perishable: 
When engine 4113 pulled into Kansas Cit) 
at 3 a. m. July 25 she was hauling 1) 
loaded freight cars and had arrived ot! 
hour ahead of time. 

The run of 1,470 miles without m 
chanical attention of any sort and withé 
a continual head of steam, started heat: 
wagging and tongues buzzing among tl 
“hog heads” and “tallow pots” in the Kat 
sas City terminal. These engineers alt 
firemen wondered how long the moder 
locomotive giant would stand it. 

Road Foreman Forsythe didn’t kee 
them waiting long. That same evellls 
July 25, the 4113 pulled No. 131 out i 
Birmingham again, arrived without m 
dent, turned around and went back 
Kansas City. Its arrival with tram No. 
136 at 4 a. m., July 29, completed a “ 
tinuous “under-fire” run of 2,940 miles, 
world’s record of endurance for modem 
railroad power. r 

One more round trip for 4 total © 
4,410 miles is being run by engine 4113 % 
her commander. Then the engine will : 
shopped for thorough examination, - 
bration,” so to speak, of her drivers ~e 
boiler and a complete going over. oe! 
sythe will prepare his reports to the rod 
intendent of motive power and the ™ 
agent, and then turn in for a rest. 4 

Favorable performance in this Ed 
result in the saving of many thousal * 
dollars to the railway company with 
year. 
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ne ae f "of 1 (or Fuel Satisfaction, as the railwa 
h the Frise ae oe a y To maintain dependability with these services, 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 


1D Oo Ooo oo Ger Ger Sor Ger Gor Sor Sor Gor Gor Gor Gor Gor Ser Gor Gor Gor Gor Gor Sor Ger Gor Sor Gor Gor Gor Gor Sor Gor Gor Gor Gor Gor Gor Gor Gor Ger Gor Gor Ger Gor 


Classification Rules—Interpretation—Parts Consisting of Com- 
plete Sets Necessary to Constitute Complete Articles, 
Shipped on Same Bill of Lading, Subject to Rates Applicable 
to Complete Articles 


South Dakota.—Question: Will you kindly give me answer 
and reference to Commission ruling on the following proposition: 

Consolidated Classification No. 5, in items 13 and 14, page 
145, provides rating for refrigerators and refrigerating ma- 
chines combined, and refrigerators, N. O. I. B. N., the latter tak- 
ing second class in crates, etc., and the former first class. Item 
20, page 294, provides a separate rating for refrigerating ma- 
chines, first class. The question is whether, under the ratings 
given, what application should apply on a shipment of 10 re- 
frigerators crated, with no machine parts theretin, and 4 ma- 
chines, boxed. The classification committee insists that the 
combined rating should apply to four of the refrigerators because 
it is assumed that these machines are parts of the four re- 
frigerators. A refrigerating machine is nothing more than a 
mere attachment for use in any refrigerator. The boxes may 
be used with or without any question as to the rating applicable. 
Simply because they were included on one bill of lading a higher 
rating is applied. 

It is my contention that here are two distinct commodities, 
specifically classified, and shipped under all conditions entitling 
them to a specific rating. 

Annswer: In our opinion the classification committee’s 
view, as stated by you, is correct. Rule 20 of Consolidated 
Freight Classification No. 5 provides that 

Parts or pieces, constituting a complete article, received as one 
shipment, on one bill of lading, will be charged at the rating provided 
for the complete article. 

If, as a matter of fact, the machines belong to the refrig- 
erators they accompany, we think the. rating applicable to 
“Refrigerators and Refrigerating Machines Combined” is ap- 
plicable to those parts in the shipments which, arranged in 
sets, will make up the complete combination article; that the 
combination article rating is applicable to as many complete 
sets as are included in the shipment, and the refrigerator rate 
is applicable to the remaining articles. In Parkersburg Rig 
& Reel Co. vs. B. & O. R. R. et al., 115 I. C. C. 539, shipments 
consisted of parts of wooden oil tanks, i. e., staves, bottoms, 
heading, and hoop iron The carriers assessed third class rate 
applicaable to wooden oil tanks, k. d., and complainant con- 
tended that the rating ov. the various parts, i. e., fourth class, 
should have been applied. The Commission held that if these 
parts had been so billed they would have been entitled to the 
“pars” rating, but inasmuch as complainant had included all 
the parts necessary to make up complete wooden tanks, k. d., 
on a single bill of lading, rating on the latter commodity was 
applicable under rule 20 of the classification. It was shown 
that ordinarily complainant shipped the several parts on sep- 
arate bills of lading and thereby obtained the separate rating 
on each, but in this case through inadvertence the complete 
sets of parts were forwarded on a single bill of lading, thereby 
uniting the parts into complete units under rule 20. 


Limitations: Shipment Misrouted, Complainant Files Claim After 
Two Years from Date of Delivery. Carrier Paying Claim 
Seeks ‘to Recover from Claimant on Ground Unlawful to 
Pay After Running of Statute of Limitations 


Tennessee-Virginia.—Question: We filed an overcharge 
claim on a misrouted shipment two years and two months after 
shipment moved, and the railroad company paid the overcharge. 

Six months after the overcharge was refunded, they are 
endeavoring to collect back the overcharge, claiming that the 
amount was refunded through error, as claim should have been 
filed within a period of two years after the delivery of the 
shipment. 

Will appreciate it if you will advise whether or not this 
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overcharge should be refunded to the railroad and whethe 
not they can legally collect it back. Tor 

Answer: If this was an interstate shipment, it js our yj 
the carrier can recover. Claims for misrouting are barred # 
filed after two years from date of delivery of shipment Se 
Brown Coal Company vs. Director-General, 87 I. C. ©, 139 a 
Armour & Co. vs. Same, 113 I. C. C. 1, in which cases the a 
mission held that excess charges resulting from misrouting mn 
not “overcharges” and therefore not subject to the periog ‘ 
limitations of the act for recovery of overcharges. [pn the Kan 
sas City Southern Ry. vs. Henry B. Wolf et al., 26] & Fy 
133; also Phillips vs. Grand Trunk Western Ry. Co., 236 [ ¢ 
662, the Supreme Court held that the periods of limitatio, fn 
paragraph 3, section 16, of the act, not only bar the remedy but 
also destroy the right of action. According to these decisions 
therefore, the misrouting claim had expired before filing with 
the carrier, and it owed claimant nothing at the time of Paying 
the claim. In the foregoing cases the court said that if th 
carrier could waive the statute of limitations in one case an, 
plead it in another, the carrier would be enabled to groggy 
discriminate between shippers, a thing expressly forbidden by 
other sections of the interstate commerce law. 5 

In the instant case if the carrier does not recover back the 
amount erroneously paid the result will be that it has paid 
something it does not owe, and subsequent refusal to pay other 
claims which have been barred will complete the wrong of 
unjust discrimination. It is our view that the carrier wou 
not be barred by the three-year statute of limitations, for jt 
would not really be suing for recovery of its tariff charges, fo 
the amount which it has paid was in excess of applicable tarit 
charges. It would be suing for recovery of money paid under 
the mistaken belief that same was owed to claimant and this 
would be subject only to the state statute of limitations. W 
think the carrier is bound to use reasonable diligence and ey. 
haust its legal remedies in order to comply with the law against 
unjust discrimination. Failure to do so would be in effect waiy. 
ing the two-year statute against such claims, which, as stated, 
the court says it may not lawfully do. 


Tariff Interpretation—Alternative Application of Joint Through 
Rates in Southwestern Tariffs with Aggregates of Inter 
mediates 


Texas.—Question: ‘Southwestern Lines’ tariffs 151 and 15 
contain the following rule: 

If the aggregate of intermediate interstate rates, via any all rail 
route lawfully on file with the Interstate Commerce Commission to or 
from stations shown in this tariff, or as same may be amended, makes 
a less-rate or charge than the through rates published in this tariff or 
as same may be amended, such aggregate of intermediates will apply 
via all routes authorized in this tariff. 


1. Does this rule require that combination shall be cor 
structed by use of switching rates as factors? 

For example: <A switching rate applies between points in 
the terminal of the M. R. R. on east bank of Mississippi River, 
on the one hand, and points on the west bank, on the other. 
Does the rule require the west side lines to make the through 
rate from the west bank point and then absorb the switching 
rate of the M. R. R. out of such rate? 

2. If the through rate from the east bank point to west site 
destinations is higher than the combination of the rate from the 
west bank point plus the switching charge from the east side 
point, must such combination be used instead of the through 
rate? 

Answer: In our opinion, the rule in question applies to al 
situations where the joint through rate is in excess of the lowes! 
combination of intermediate station-to-station rates via route 0! 
movement. Stations on the east side of the Mississippi River 
are separate and distinct from stations on the west side. Ship 
ments are made from East St. Louis, Illinois, stations, ¢ &: 
to stations in St. Louis, Missouri. If the rate from an East St. 
Louis station to a St. Louis station added to the rate from % 
Louis to Shreveport, Louisiana, for example, makes 4 lower 
charge in the aggregate, actual and minimum weights consi: 
ered, than the through rate and corresponding weights applic 
ble via the same route from the East St. Louis station to Shreve 
port, it is our view that the St. Louis combination must be ap 
plied. The fact that the service from the East St. Lows - 
the St. Louis station is performed by switching crews woul 
not make the rate for the service any the less a factor for use 
in such combination. : 

This rule does not require that the “West Side” carrie: 
shall absorb the rate from the East St. Louis to the St. _— 
station, even if their absorption tariffs so provide. The —_ 
rate shown from the east side station alternates only = 
combination of rates and not with a single factor. ere 
if the tariff applying from St. Louis provides for absorption © 
the rate from the East St. Louis station and the shine . 
ceives his bill of lading from the west side line instead 0 ali 
east side line, the rate from the East St. Louis station wo 
not apply, as the shipment would then have its origin (in 80 
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Wise shippers will act promptly 
on this tip. To get the money while 
the getting is good, ship by the fast- 
est method—the electric way. Write 
L. E. Earlywine, secretary, Traction 
Terminal Building, Indianapolis, 
Ind., for details. 


WHERE BUSINESS IS “GOOD” 


Every month Nation’s Business, the official 
organ of the Chamber of Commerce of the 
United States, publishes a map showing busi- 
ness conditions in the nation. The map for 
shows business 
“good” practically throughout the territory 
served by the Central Electric Traffic Associa- 
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as the rate the shipper must pay is concerned) in St. Louis. 

In that case the St. Louis rate would apply, and the west side 

carrier would pay the across-river rate to its connection. If 

the shipment is through-billed from East St. Louis it would be 
subject to the foregoing alternative rate bases. If lower, the 
would divide between the carriers as made. 

Routing and Misrouting—Effect When Carrier’s Agent Inserts 

Routing Instructions in Bill of Lading 

Florida.—Question: Bills of lading covering two less car- 
load shipments of oranges carrying no routing were tendered 
to carrier’s agent at shipping point in Florida, consigned to a 
destination within the state of Florida. Two routes were avail- 
able, one intrastate and the other interstate, the latter carrying 
a much higher rate than the former. Carrier’s agent inserted 
the interstate route and the shipments were so forwarded. He 
now contends that the routing was used on shipper’s instruc- 
tions, which the shipper denies through the medium of an 
affidavit. What we want to know is whether the shipper’s ac- 
ceptance of the bills of lading carrying the interstate routing 
prevents recovery on the basis of the combination of intrastate 
rates. Also, what the effect would be if the bills of lading were 
not returned to the shipper until after the shipments were 
forwarded. 

Answer: In our opinion, if the shipper accepted these bills 
of lading prior to movement of the shipments and knowing the 
interstate route had been inserted therein, he is bound thereby 
and will have to pay the higher interstate rate. In Crown Cork 
& Seal Co. vs. So. Pac., 102 I. C. C. 331; J. G. Peppard Seed Co. 
vs. A. T. & S. F., 113 I. C. C. 309, and Frank T. Miller vs. Central 
of Georgia, 115 I. C. C. 518, the Commission held that the accept- 
ance by the shipper of a bill of lading in which the carrier’s 
agent had inserted routing instructions, amounted to a ratifica- 
tion of this routing by the shipper, thereby obligating him to 
pay freight charges applicable via the route specified in the bill 
of lading. 

Where the parties do not stand on equal footing, however, 
the situation seems to be different. In J. C. Rawson vs. C. C. C. 
& St. L., 45 1. C. C. 183, after the bill of lading had been signed 
by both shipper and agent and apparently unbeknownst to the 
shipper the carrier’s agent inserted additional routing instruc- 
tions causing shipment to travel via a higher rated route, the 
Commission held the carrier liable for misrouting. In Inter- 
national Salt Co. vs. S. A. L. Ry., 46 I. C. C. 478, complainant 
had sent written instructions to the carrier’s agent at the stor- 
age point to issue bills of lading and forward the salt to certain 
destinations via certain routes. The carrier’s clerk in issuing 
the bills of lading inserted routing contrary to shipper’s instruc- 
tions, and then sent the bills of lading to the shipper. Held, 
shipments were misrouted. In Allied Contractors, Inc., vs. 
Cc. & N. W., Docket 20219 (Mimeo.), the carrier made out the bill 
of lading and inserted routing via a more expensive route. Com- 
plainant’s shipping agent proved that he did not know such 
routing had been inserted when he accepted the bills of lading. 
Held, shipment misrouted. Also see F. W. Brownyard vs. U. P., 
Docket 18174 (Mimeo.); Burley Tobaceo Growers’ Cooperative 
Asso. vs. C. & O. Ry., Docket 21742 (Mimeo.); and Omar Leach 
vs. A. T. & S. F., Docket 19731 (Mimeo.), all to the same 
effect. 

Liability of Consignee for Freight Charges When Carrier De- 
livers Under His Order “On Payment of Freight Charges” 
to Another Party 
New York.—Question: X, who is in the lumber business, 

purchases from Y a carload of lumber to be shipped to New 

York to X and X gave instructions to the delivering carrier 

that shipment is to be released to Z upon payment of freight 

charges. 

Carrier delivers to Z and obtains from Z a check in payment 
of same. Later it develops that the check issued by Z to the 
carrier was returned from the bank of Z marked “insufficient 
funds.” The carrier further attempting to have the matter of 
the bad check adjusted, was advised that Z has gone into bank- 
ruptcy. It now looks for redress from X and has threatened suit. 

What we desire to know is whether, in your opinion, X is 
liable for the bad check, which the carrier had accepted from 
Z without using due care and discretion in at least having 
this check certified. 

Answer: In our opinion, X is liable for the charges. He, 
and not Z, was the consignee. When he assumed control of 
the shipment and ordered it delivered to Z, he was the pre- 
sumptive owner thereof. Section 7 of the bill of lading condi- 
tions provides that the “owner or consignee shall pay the 
freight,” and the carrier had the right to assume that X was 
owner. Pennsylvania R. R. vs. Titus, 138 N. Y. S. 328. It is 
well settled that when the consignee induces the carrier to 
release its lien on the shipment for charges and deliver ship- 
ment to consignee or to someone else on consignee’s order, he 
becomes obligated under implied contract to pay the charges. 
X’s delivery order containing the instruction ‘on payment of 
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charges” raises no agreement on the part of the Carrier ¢ 

solely upon the party to whom the consignee had carrier ae rely 
shipment. liver 

In New York Central R. R. vs. Warren Ross Lumbe 

137 N. E. 324 (New York), defendant of Jamestown, New a 
had another company consign a car of lumber to him at Born 
Mass., and before car reached destination wrote destinati 
agent “upon arrival of car A. G. S. 8919, consigned to caval 
please deliver to Blank Company upon payment of “we 
charges.” Car was delivered to Blank Company ang a 
unsuccessfully tried to collect its charges, Blank Company had 
a bankrupt. It then turned to the consignee. Held that 
defendant was the apparent owner he was liable under Section 
7 of the bill of lading providing that the owner or consi - 
shall pay the freight; also that as consignee he was lable c 
his implied agreement to pay the charges when he induced 
carrier to release its lien on the shipment. Defendant C0 
tended carrier should not have delivered shipment withon 
collecting the charges, this being condition precedent The 
court answered: : 


The liability of the consignee under these conditions j 5 
to the liability of the consignor under the terms of the bill of 
that the consignee shall pay the freight. Such a condition does ~ 
exonerate the consignor from liability. The directions given tw ae 
fendant neither modified the implied contract between carries a 
consignee whereby consignee assumed liability for the charges, y 
amounted to an offer to accept the goods only on condition’ that 
freight charges should be collected of the Blank Company. The car. 
rier was not bound at its peril to enforce payment against the (bank. 
rupt). The language used in defendant’s letter was not contractug) 
Its effect was merely to give plaintiff an option to demand payment 
from the person to whom it delivered the goods. 7 


Our view is that the bad check does not alter the cas, 
Inasmuch as the law requires payment of no different cop. 
pensation from that stated in the tariff, which is dollars anj 
cents, hence not worthless checks, the carrier’s acceptance there 
of can be taken only as conditioned on its being made gooj 
and not as absolute payment. The carrier cannot waive its 
tariff in any such manner. Acceptance of the check was merely 
an effort to collect the charges. 

Liability of Carrier for Damage Due to Delay to Perishable 
Freight Pending Outcome of Dispute over Freight Charges 
Oklahoma.—Question: We recently received a car of onions 

that was delayed four days in transit. The carrier failed to 

accomplish diversion and car reached Oklahoma City via st 

Louis. The carrier admits their error in diversion but assessed 

arbitrary freight charges of $1.38, whereas, correct through 

rate was 741% cents. We wired shipper and secured informatio 
from the freight agent at shipping point showing the date diver 
sion was given. ‘ 

The carrier would not assess freight charges on basis o 
through rate until they verified it through their own office that 
this diversion was correct; after three days they found ve 
were correct and reduced charges to correct rate. 

There was also a claim filed for damage and carrier cot 
tends that the delay from the time car arrived until time the 
secured proper freight charges is chargeable to the consignee, 
that we should have taken the car and paid the combination d 
locals and filed claim for overcharge, regardless of the fact we 
had evidence to show that the error was chargeable to th 
carrier immediately after arrival of car. Please advise if the 
claim is correct. 

Answer: When the carrier refused to deliver upon yo 
demand and offer to pay the applicable rate, it converted yolt 
shipment and rendered itself liable for the full value of the 
entire shipment and you had it in your power to compel it 
pay therefor. Pecos R. Co. vs. Porter, 183 S. W. 98, and Same 
vs. Same, 156 S. W. 267; R. Co. vs. Hubbard, 190 S. W. 8; 
Colley vs C. & N. W. Ry., 187 N. W. 98. In the latter case the 
court said: 


The defendant railway company, having converted the goods 


the plaintiff, became liable to the plaintiff for their value. dition, 
having accepted a return of the goods in their damaged a 
would be entitled to the difference between the value of the Se “a 
their original condition and the value of them in their damage pron 
dition. Acceptance of a return of the goods would mitigate the 
ages. 


In these cases the carrier had withheld delivery while — 
to exact excess charges, and the damage accrued during ™ 
interim. ; Net 
Mileage Rate Scales—Projection Into Additional Territory 

Previously Covered Silies 

West Virginia.—Question: In 152 I. C. C. 749, Illinois Su 
Sand Traffic Bureau vs. A. T. & S. F. Ry. et al., Docket No. — 
(Sub No. 1), and 153 I. C. C. 721, River Raisin Paper os 
vs. C. B. & Q. R. R. Co. et al, docket No. 17822, the Commis, 
prescribed mileage rates on crude silica sand, joint line _ 
ranging from 120 cents per ton of 2,000 pounds for 150 @ 
and over 80, to 230 cents for 390 miles and over 360. sot 0 

We are interested in rates from Ottawa, Illinois, distric 
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Enjoy the luxurious ease and comfort 
of its fine resorts with every appoint- 
ment for invigorating sport . . . golf 
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or, if you prefer, enjoy the complete 
relaxation these restful places afford. 
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nished by the following representatives 
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T. H. Gurney, Passenger Traffic Manager 
Richmond, Va. 
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The Cavalier Hotel at Vir- 
ginia Beach is one of the 
most modern hostelries in 
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J. B. Eomunps, General Agent 
Washington, D. C. 


F, E. Lanpmeter, W. P. A. 
320 North Broadway, St. Louis, Mo. 
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From the wide verandas of The Chamberlin-V ander- 
bilt at Old Point Comfort one may enjoy the ever- 
changing panorama of Hampton Roads. A 
delightful swimming pool is but one of the 
many luxuries this modern hotel affords. 
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points approximately 500 miles distant. Would it be correct 
to assume that rates for distances over 390 miles would be 
progressed as follows? 


390 miles and over 360, 230 cents; 420 miles and over 390, 240 cents; 
450 miles and over 420, 250 cents; 480 miles and over 450, 260 cents; 510 
miles and over 480, 270 cents. 


Answer: In numerous cases, in the light of evidence sub- 
mitted at the formal hearing, the Commission has found that 
the projection of certain distance scales previously published or 
by it prescribed would result in a fair adjustment at points from 
or to which the scale had not previously applied. It has also 
given consideration to scales extended as measures for compari- 
son. There is little if any degree of uniformity, however, in the 
rate of progression used, for, as stated in Murphysboro Paving 
Brick Company vs. Ill. Central R. R., 128 I. C. C. 635: 


The determination of the reasonableness or unreasonableness of a 
rate is not a matter of mathematical computation. 


However logical your rate of progression used in projecting 
this scale may on its face appear to be, the Commission only can 
decide whether it would be reasonable. All else is matter of 
mere opinion. Where there is a continuing evenness or unifor- 
mity of transportation conditions in the extension territory, use 
of the rate of progression observed in the last few blocks of the 
scale might well be a reasonable maximum basis. This has been 
done in several cases. This is consistent with the theory in 
rate-making that the longer the haul without adverse change in 
conditions the lower may be the return per transportation unit 
because of the resulting increasing returns and diminishing costs. 
If conditions are much more adverse in the extension territory 
an even higher level might be warranted, the longer haul not- 
withstanding. The matter can be determined only in the light 
of all the evidence pertinent thereto. 

Instances where the Commission has projected distance 
scales are Pacific Manure & Fertilizer Co. vs. A. & R. R. Co., 109 
I. C. C. 516; Arizona Corporation Commission vs. A. E. R. R., 113 
I. C. C. 52; Arkansas Jobbers’ and Manufacturers’ Asso. vs. A. T. 
“5. F., 228 £.'C..C. 338. 

Tariff Interpretation—Shipper Orders Large Size Car—Carrier 
Furnishes Two Smaller Cars. Rate Not Subject to “Two- 
for-One” Rule. 

Massachusetts—Question: In October, 1928, we shipped from 
point A in Massachusetts to point B in Arizona a carload ship- 
ment taking a commodity rate under transcontinental tariff I. C. 
C. No. 1202. We ordered for this shipment a 50-foot car, but 
earriers for their convenience substituted two smaller cars 
although the tariff above referred to specifically provides that 
the two for one rule is not applicable. Bill of lading and ship- 
ping order tendered to the agent of originating carrier at the 
time of shipment indicated clearly that the two cars furnished 
by the carriers were in place of a 50-foot car ordered. Billing 
clerk at point of origin billed the shipment on the Mississippi 
River, indicating that the correct tariff was not even consulted 
by carriers’ agent, and under the circumstances we are inquiring 
whether in your opinion we were entitled to notice that the two- 
for-one rule did not apply and whether carriers can legally as- 
sume the excess charges or whether recovery of damages must 
be by reparation proceeding after charges demanded by carriers 
have been paid. 

Answer: Inasmuch as the rate in effect at time of shipment 
is the only rate applicable, had the shipper consulted the tariff 
containing the applicable rate before ordering his car, he would 
have had notice enough that there was no authority for the car- 
rier to furnish and him to accept two cars in lieu of the one 
ordered. The rule is well-established that the shipper and car- 
rier are equally charged with notice of the rules and conditions 
under which they ship, and ignorance thereof affords no ground 
for reparation. Carpenter vs. Central Vermont Ry., 147 I. C. C. 
373; Western Transit Co. vs. Leslie & Co., 242 U. S. 448. If the 
applicable minimum weight on this traffic, according to this 
tariff, was a flat minimum, there would be no authority for or- 
dering a 50-foot car, and no obligation on the part of the carrier 
to furnish, and having no obligation to furnish a car of the size 
ordered, its only duty would be to furnish a car that would 
accommodate the minimum. In California Cotton Mills Co. vs. 
S. Ry., 74 I. C. C. 747, and Tull & Gibbs vs. C. & N. W., 55 1. C. 
C. 17, the Commission said: 


Where there is a uniform minimum for cars of all lengths the 
carrier is not required to furnish a car of any specified length, but 
is under the duty of establishing a minimum weight that can be 
reasonably loaded into a car of the size furnished. 


It is only where there is a graduated minimum, depending 
on the size of the car ordered by shipper, that the two-for-one 
rule can be applied, but in numerous cases the Commission has 
held that where there is a graduated minimum the carrier is 
bound to furnish a car of the size ordered to accommodate 
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such minimum, and where for its own convenience it furnish 
a car of different capacity, or two or more Cars in liey p 
larger car ordered, it is unreasonable to impose the extra charge 
on the shipper, and if it does not have a two-for-one-rule mr 
lished to operate in conjunction with its graduated minima, th 
extra charges will be found unreasonable. See Northerp Grain 
& Warehouse Co. vs. S. P. & S. Ry., 63 I. C. C. 205; Feltys Lb 
Co. vs. G. N. Ry., 51 I. C. C. 571. In California Cotton Mills o 
vs. S. Ry., supra, the Commission held the absence of “carrier 
convenience” rules in trans-continental tariffs in Conjunction 
with rates named therein was unreasonable. If the carriers a, 
not willing to publish the rule in connection with your traffic 
and handle on the Commission’s special docket for authori; 
to reparate, you will have to file formal complaint if you wig 
to recover. 


Refused Shipments—When Is the Carrier Obliged to Sel Ship. 
ment for Accrued Charges? 

lowa.—Question: On June 1, 1928, we made a shipment o 
lubricating oil to a party located at Hiawatha, Kansas, Ship. 
ment was refused by consignee. On July 9, 1928, the Tailroad 
notified us the shipment was on hand unclaimed. We Were, in 
the meantime, endeavoring to get the consignee to take up the 
bill of lading and accept shipment. We were not successfy, 
however, and on February 7, we were notified that the shipmen 
would be sold on February 23, which was done and shipmey 
brought $30. 

On May 4 we were notified by the railroad company that th 
shipment had been sold and that we still owed a balance of 
$6.27 storage charges. We immediately notified the railroag 
that we would file claim for the difference between the amour 
of storage which we considered was due them and the amout 
the shipment brought on sale, which was $24.87. We file 
claim for this amount, on the basis that the railroad company 
had no right to hold this shipment this length of time withou 
selling it or offering it for sale at public auction. 

According to my understanding of the clause in the bill of 
lading this shipment should have been sold within sixty days 
after shipment was refused. Will you kindly advise? 

Answer: According to Section 4 (b) of the bill of lading 
conditions, the carrier must wait thirty days before publishing 
notice of the sale according to the terms stated therein, the 
thirty days to be computed from the time notice has been sent 
or given consignor of consignee’s refusal. It must then publish 
the notice of sale for two consecutive weeks in advance of 
making the sale. There is no provision that the carrier must 
make sale within sixty days. On the contrary, according to 
Section 4 (a) the carrier may leave the shipment in storage 
either on its own premises subject to its tariff storage rates, 
or in a public warehouse without liability, and subject to its 
lien for all accrued charges. These provisions merely prohilit 
the carrier’s selling sooner than the time therein specified 
The court decisions indicate a tendency on the part of carriers 
to sell too soon, and the obvious purpose of the period stipulated 
in Section 4 (b) is to prevent this, rather than to fix a time 
beyond which the carrier may not hold shipment at the owners 
expense. This is consistent with the common law rule that 
the right of a carrier to sell goods in enforcing its lien for 
charges can only be exercised after due notice to the consign, 
and after such notice for such time as will give the consigu0 
an opportunity to dispose of them at their reasonable marke 
value. M. K. & T. Ry. of T. vs. Groce, 106 S. W. 720. 

We do not believe the shipper can demand that the carrier 
shall sell the goods within a specified time. See our answer l 
“Texas,” page 1162, the Traffic World, May 12, 1929, and to “New 
Jersey,” page 1486, the Traffic World, June 15, 1929. Seelllt 
that the consignor had perhaps an even opportunity of selling 
the goods, knew they were in storage, that the carrier could 
have transferred them to a public storage and left them at the 
owner’s expense and subject to the carrier’s lien for charges 
in which event the sale, if any were made, could be left i: 
definitely to the owner, it might be successfully contended nu 
some courts that the consignor has been negligent of his own 
interests in not undertaking a sale himself. Other — 
might hold that in electing to sell the goods the carrier sho 
do so within a reasonable time so as not to pile UP ~— 
charges on the owner, or at least, to comply with ene 
requiring it to collect its tariff charges. The carrier must C0 Gi 
its charges in order to comply with the law and this — 
tates action within a reasonable time for the carriers ome 
and may incidentally redound to the benefit of the 4 
In Norfolk Southern R. R. Co. vs. New Bern Iron Wor oul 
Supply Co., 172 N. C. 188, the court held the carrier “en 
recover storage charges for no greater period than that nect 
sary to enable it to realize its lien by sale of the goods. - 
“Market Value,” Meaning of, as Measure of Damages Whe 

Goods Are Lost or Damaged in Transit 


New York.—Question: With respect to the car 
for loss or damage to shipments while in transit, it see 
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well established that it is the claimant’s full loss provided 
it does not exceed market value at destination at time of 
delivery. The principal question in this connection seems 
to be “What is market value?” Market value is easily established 
where there are printed quotations, exchanges, etc., but where 
these do not exist there is considerable difference of opinion 
as to what constitutes market value. This applies particularly 
to articles sold at retail. For example: 

A consignee buys shipment of leather pocketbooks at a 
price of $20 per dozen, f. o. b., Boston, Mass., shipment being 
consigned to him at Hiawatha, Kansas. There is a shortage 
of two dozen pocketbooks at time of delivery at Hiawatha. 
The retail price in Hiawatha (there being no wholesale market 
for pocketbooks in that town) is $36 per dozen. What is the 
market value of these articles at destination at time of delivery? 
Should the carrier make settlement on the basis of $20 per 
dozen plus proportional freight or on the basis of $36? What 
other factors besides price paid shipper plus proportional freight 
can be considered in arriving at full actual loss? Where there 
is no wholesale market but there is a retail market can 
the retail price be considered market value at destination? Is 
the market value what you, we or anyone else would have to 
pay for an item if we went out in the open market to purchase 
it? Is carrier’s responsibility based on market value in the 
quantity shipped or is it based on market value of the quantity 
lost or damaged? 

Answer: As stated many times in these columns the car- 
rier’s liability in such cases is the market value of the goods 
at destination at the time they should have been delivered at 
destination, in proper condition, less transportation charges. 
If the carrier adds value to the goods by transporting them to 
destination it is entitled to compensation, therefore, and the 
theory of value at destination as a basis is predicated upon the 
enhancement of the value of an article by reason of its being 
transported to the place desired. This statement of the law is 
simple enough but its application is very difficult because market 
value at destination is a matter of fact to be proven in each 
case in the light of all the facts pertinent. Where there is no 
established market at destination, courts have resorted to vari- 
ous methods, and have admitted various sorts of testimony in 
a great variety of cases, in determining what is the fair value at 
destination. There is also apparent conflict in the decisions 
so one must needs resort to the law as applied in the states, 
in one of which suit must be brought. ‘ 

To say that $36 per dozen (in the illustration cited) is the 
basis for recovery is to say that retail value is the proper 
basis. In numerous decisions the courts have rejected that 
basis. Smith vs. N. Y. O. & W., 195 N. Y. S., 521 (New York); 
B. & O. C. T. vs. Becker Milling Co., 272 Fed 933; T. & P. Ry. 
vs. Payne, 38 S. W. 366; C. R. I. & P. Ry. vs. Broe, 86 Pac. 
441 (Oklahoma); C. N. O. & T. P. vs. Hansford, 100 S. W. 261 
(Ky.); C. of Ga. Ry. vs. American Coal Co., 110 S. E. 320 (Ga.). 
The New York court said: 


Plaintiff is not entitled to recover his prospective profits upon 
the resale of the coal at retail for that would constitute special dam- 
ages, and the facts which would entitle him to special damages are 
not pleaded in his complaint. 


In this case, there being no established market at destina- 
tion, the court accepted in the invoice value plus freight and 
other costs necessary to arrive at a replacement value at des- 
tination, as the measure of recovery. holding that that repre- 
sented market value at destination in that case. 

In American Ry. Express Co. vs. Parisian Hat Co., 240 S. W. 
947, shipment consisted of hats, veils. and two bolts of veiling. 
The court held that in determining market value at destination 
under the facts of that case, the term must mean the price at 
which such merchandise would sell in the open market in 
quantities as shipped, at Ranger, Texas, the destination of the 
shipment, and that in the absence of a wholesale market at 
Ranger, then the value of said merchandise on date the goods 
should have been delivered, at the nearest wholesale market 
to Ranger, would be admissible to be considered with other 
evidence in determining the actual value at Ranger. 


Following the New York case cited, invoice value plus 
freight would be admissible without doubt at least, as an essen- 
tial fact in determining value at destination in the absence of 
a wholesale market thereat. Following the Parisian Hat Com- 
pany case it would be proper to take the wholesale market value 
at the nearest wholesale market. Seeing that Hiawatha, Kansas, 
is not far from Atchison, Kansas, St. Joseph, Mo., Kansas City, 
Mo., Nebraska City, and Omaha, Nebraska, there should be no 
particular difficulty in determining the wholesale market value 
at points near destination. According to the Parisian Hat Com- 
pany case the unbroken lots should be used in determining the 
value at destination, and the value of each article be consid- 
ered in proportion. The shipment was forwarded in wholesale 
lots; it arrived in wholesale lots, less the missing articles. It 
was an injury to a wholesale shipment and not a retail article. 
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We think the weight of authority is in favor of using the h 

sale market nearest to destination. Whole 

Liability of Steamship Company for Delay to Shipment Moy; 
to Certain Port for Special Purpose ving 

Virginia—Question: A shipment of furniture wy 
from an Atlantic port to a Pacific port. The steamer 
the shipment became disabled in transit, creating a very uny 
delay, necessitating another shipment to be made by e a 
on account of articles being for special purpose; that “e 
exhibition purposes, and we feel that the boat line should oo 
the difference between the express and freight charges ve 
call attention to the enclosed ocean Dill of lading, whis 
perhaps might throw some light on your reply. aie 

Answer: If the delay was occasioned by lack of due dili 
gence on the part of the ship owners in making the vegge| Me 
worthy prior to commencement of the voyage, thus resulting fh 
disabling the vessel while at sea, the bill of lading exemption: 
will not excuse the owners from liability. See “The lossifogly 
32 Fed. (2d) 928, and cases cited therein. If the breakion 
was due to perils of the sea, risk of navigation, or fault of the 
crew in navigating the vessel, the owners are not liable. “The 
Homeric,” 106 Fed. 960. Section 3 of the Harter Act provide 
that if the shipowners shall have made their vessel seaworthy 
before commencing the voyage neither they, their agents Lor 
their vessels shall be held liable for faults or errorg of thei 
agents in navigation or in the management of the vessel, 

If the breakdown was of such character as to render the 
owners liable, the measure of damages in the difference between 
the market value at destination at time of delivery and at time 
shipment should have been delivered. The Iossifoglu, supra 
In that case the court said: 


48 Mare 
handlip 


The recoverable damages contemplated by these parties t 
contract in a shipment of this kind are fixed by the rl oe 
destination) under normal conditions and not by the special pur- 
poses to which the goods may be applied by the owner. 


The damages which you claim, in our opinion, are in the 
nature of special damages because of an emergency which you 
wanted to meet but of which the carrier had no nottice, ani 
are- not recoverable. Your bill of lading merely shows the 
goods consigned to the consignee at San Francisco, containing 
no special notice of any kind. 

Rebilling to Defeat Joint Through Interstate Rate; One Factor 
of Combination a Port-to-Port Water Rate Not Subject to 

1. C. C. Jurisdiction, the Other Factor Applying Between 

Points in Same State But An Interstate Rate 

Washington.—Question: There is a joint through water-ané- 
rail rate from Baltimore, Md., to Roanoke, Va., of $1 per cwt. 
published on a given commodity which rate is on file and 
subject to the jurisdiction of the Interstate Commerce Commis 
sion. The rate on the same commodity from Norfolk, Va., to 
Roanoke is 50 cents per cwt. published and filed with the Inter- 
state Commerce Commission and subject to I. C. C. jurisdiction 
when used on interstate commerce. A port-to-port water rate 
on the same commodity, Baltimore to Norfolk, is 30 cents per 
ewt., not published, filed with, nor subject to the jurisdiction 
of, the Interstate Commerce Commission. 

If the shipper at Roanoke had a shipment made from Bal: 
timore to himself or to his agent at Norfolk, Va., said shipment 
being covered by a local bill of lading from Baltimore to Norfolk 
and upon arrival at Norfolk the Roanoke shipper or his agent 
took delivery of the goods at Norfolk by the payment to the 
steamship company on the basis of 30 cents per cwt. and then 
subsequently tendered the shipment to the rail carrier at Norfolk 
on a new bill of lading from Norfolk to Roanoke at the rate 
of 50 cents per cwt., would such a transaction be unlawful in 
view of the fact that the time the shipment was made from Bal 
timore there was in effect a higher joint through interstate 
water-and-rail rate? 


In connection with the above question attention is directed 
to the fact that the port-to-port water factor is not subject to 
the jurisdiction of the I. C. C. and because of that fact could 
the Roanoke shipper when availing himself of the use of that 
factor, thereby saving himself some transportation costs, be 
charged with any unlawful attempt to evade payment of the 
joint through rates? 

Answer: Yes. In our-opinion, the entire transaction would 
have but a single purpose, i. e., defeating the joint through i 
terstate rate on file with the Interstate Commerce Commissiol 
The doctrine is so well established citations are unnecessal’ 
that where there is a joint through interstate rate in effect 4 
combination of intermediate rates, where both are on file wi 
the Commission, cannot be used. In numerous cases it has _ 
held by the Commission, the United States Supreme Court, a 
numerous state and other federal courts, that where there * 
a continuing intention on the part of the shipper to have 
shipment moved from one state to another, he cannot resort » 
the subterfuge of billing to an intermediate point on an intr 
state rate, not subject to the jurisdiction of the Commission. 
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Give 
a thought 
to comfort 


New York-Chicago 25 Hours 


Long railroad journeys can be comfortable 
and pleasant. This fact is being proved every 
day on the Erie Railroad System. In build- 
ing the equipment of the Erie Limited the 
thought of comfort has been uppermost. 


There are Pullman Cars with berths, com- 


partments and drawing rooms. Permanent 
itadboards divide the sections. Thick, soft 
carpets cover the floors. The berths 


tave coil spring mattresses and individual 
ventilation, 


The Pullman Observation Lounge Car is 

‘ommodious and restful. Smoking is per- 
mitted. The broad observation platform 
offers an unobstructed view of the finest 
senery in the East. 


be the Coaches, the seats, which are ar- 
me in pairs, can be swung so as to be 
Wsed facing sidewise as well as in the normal 


Ohe 
ERIE LIMITED 


Through Cars New York-Buffalo 


forward position. These seats are deeply 
cushioned and have an adjustable arm rest 
between and form-fitting backs set at the 
proper angle to afford maximum ease. 


The handsome-Coach-Lounge of The Lim- 
ited is a surprising innovation and one that 
appeals particularly to men. At one end are 
individual, movable club car chairs up- 
holstered in blue Spanish leather. The re- 
mainder of the car has seats in pairs. 
Smoking is permitted. 


Erie Dining Car Service is nationally 
famed and delightfully moderate in price. 


There is no excess fare charge on The 
Limited excepting between New York or 
Paterson and Chicago. This fare is the 
lowest available for 25-hour service. 


There are other fine, fast Erie trains on 
convenient schedules. 
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Condensed Schedule of The Erie Limited 


Westbound 
Ly. New York 
W. 23rd St. Station......... 8:35 a. m. EST 
Chambers St. Station........ 8:45 a. m. EST 
Jersey City Station.......... 9:10 a. m. EST 
Liv. TAMGMOMGOR 2 occ ccc ccccscccs 2:35 p. m. EST 
Ec TEED ccc ccvccccecccccesees 3:58 p. m. EST 
Be, HD Mari diévedeccocceves 7:35 p. m. EST 
Liv. JQMOBIOWE ccccccccccccccces 8:11 p. m. EST 
Es TOUMBNBOTR occ cccccccecscs *11:15 p. m. EST 
Es BRIER cccccccevesccccsive **12:40 a. m. EST 
Ar. Chicago Dearborn Station... 8:25 a. m. CST 
Eastbound 


Lv. Chicago Dearborn Station... 5:35 p. m. CST 





Ar. Youngstown a. m. EST 
Ar. Jamestown 5 a. m. EST 
EW, TD Siw ccccces a. m. EST 
BF. TREMD ccccccccccvcccocesece p. m. EST 
Ar. Binghamton p. m. EST 
Ar. New York 

Jersey City Station.......... 7:10 p. m. EST 

Chambers St. Station........ 7:22 p. m. EST 

W. 23rd St. Station......... 7:30 p. m. EST 





5 and open for occupancy at Youngstown at 
:30 p. m. 
**Sleeper open for occupancy at Broadway and 
Exchange Street, Akron, at 9:30 p. m. 
‘ pg may be occupied at Youngstown until 
:00 a, m. 


Erie service, both freight and passenger, is noted for its dependability 


ERIE RAILROAD SYSTEM 
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and then by rebilling on a new bill of lading, defeat the join 
4? Steamship Lines 


through interstate rate from origin to final destination, If the 
ARE SERVING THE— 








—— 


\ 


shipment is interstate in character the joint through rate yj 
route of movement must be applied. We see no difference ; 
principle between a port-to-port rate not subject to the he 
mission’s jurisdiction and a strictly intrastate rate. See ma 
Kanotex case, 34 I. C. C. 271, and 46 I. C. C. 495. At Dage 27 
of its first report in this case the Commission said: 
















This Commission has steadfastly adhered to the proposition 4, 
on any through carriage of traffiic between interstate points the pit 
fully published interstate rate must be applied by the carrier and w- 
by the shipper, and that where the through interstate rate in ow 
between two points is higher than the aggregate of the intermediac 
rates any plan of first billing to an intermediate point q iliiemen 
that is really intended to reach a destination beyond is gim _ 
device for defeating the lawful through rate, and is unlawfy] Th 
view is entirely consistent with and is strongly supported by he 
rulings of the court of last resort. ee 


Also see B. & O. S. W. vs. Settle & Co., 260 U. S. 166. 


C. & N. W. PROVISO YARD 


An electrically operated hump and classification yarq in. 
stalled at a cost of approximately. $750,000 and having the lar- 
gest car capacity of any yard of its kind in the world has just 
been finished and put into operation by the Chicago and Nori) 
Western Railway at Proviso, west of Chicago, President Fred 
W. Sargent, of that railway, announces. 

The new yard is capable of handling from 2,500 to 3,0 
cars in an average 24 hour day and may reach 3,500 at peak 
periods. It eliminates the old method of flat switching, whic, 
required a number of movements before cars could be assem. 
bled into a new train, and substitutes a process that distributes 
and classifies the cars in single operation on 59 different tracks 
in the hump yard. The track capacity will be 3,200 cars, con 
siderably larger than any other hump yard in the world. 

Proviso Yard is a freight transfer terminal for trains from 
all parts of the United States destined for shipment on railway 
lines in all sections. On reaching Proviso trains must be 
broken up and re-classified before they can continue thei 
journey. By means of the new yard, in-coming trains can be 
handled over the hump, the cars cut off and classified into new 
trains and started on their way with a noticeable saving of 
time in operation and an appreciable increase in the number 
of cars that can be handled each day. 

When the conductors on incoming freight trains arrive at 
Proviso Yards, they immediately send the bills for cars in the 
train to the freight office about a mile away by means ofa 
pneumatic tube. The information on these bills is taken off, 
recorded, and transmitted by teletype machines to the yard: 
master’s office on the hump, and to three signal and retarder ss 
control men in towers on the classification yard. The lists give 
complete information about each car, its load, number, and 
destination. 


The approach to the hump is from the north. Cars are 
handled over the hump by an engine at a speed regulated by 
signals from the yardmaster’s office. The cars move over the 
hump at a steady pace, and are cut off, after the destination is 
placed on, one, two or several car lots as indicated on the tele a 
type sheet and started on their way down the incline. From Wz 
this point until the time they come to rest on the classifica = 


: tion track, their progress is controlled entirely by electrically => 
$10,000,000.00 Ocean Terminals operated retarders and switches. To reduce the speed of the =r 


MO TNHATAVNONAUVILTTUNT NTT AAVUHTMAWCAVT TTT ANT PCARRD 


“ 
ry 


MISSIS9, 





rolling cars, a series of 27 track brakes, known as retarders, =} 
COMPOSED OF are located at proper intervals on the slope. The men in tow > 
a 
ers A. B, and C by operating these retarders, can keep 4 Cal 
Concrete Wharves moving as fast or slow as necessary to place it on the one 
osed Fireproof Transit Sheds fication track. The retarders are large, electrically-oper 
Encl ° €P ° " ts shoes on each side of the track that grip both sides of the 
Extensive Shipside Fireproof Warehouses wheel rims as the car rolls along the rails. At all times the 
Cotton Compress and Warehouses cars are under complete control, eliminating any or 
= " rough handling or damage to shipments during the el 
Automatic Sprinklers All Buildings 2 ; 
peration. 
aes The men in the towers also control the 51 switches in the 
— a t system, directing the cars to the proper classification ag | 
an e gz rian The hump, because of the steady stream of cars 
‘ A he 
be constantly kept moving over it, will make more smooth t 
Industrial Sites for Lease operation of cars on peak days by providing for the classifi 
on Canal and Harbor Front tion of trains immediately upon their arrival at, pond oe 
i 5 ill be kept moving in and out 0 : 
Connecting with All Railroads es Baw ee, cae 
much faster than before. 


le, 
The new yard will operate on a 24 hours a day schedl 
SEND FOR PORT OF MOBILE BOOKLET large flood lights having been installed on 75 foot towers to 


make the tracks and switches almost as light as day dur 


ae ALABAMA e (tf the dark hours. “ 
STATE, DOCK S COMMISSION You may either write or wire our Washington 0 a 
to 


MOBILE. ALABAMA” for information concerning matters in any depart™ 
a er 









of the government there, if you are a su 
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“Southwest” 



















TRIED and PROVEN! 


WETZEL DROP FRONT TARIFF FILES 


“THE EASIEST WAY” 
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T38—Tariff File Section With 16 3-Inch Drop Front Tariff Files 
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T7—Lew Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 
SPRINGFIELD, ILLINOIS 
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Personal Notes 


eta tia a aia ae a, 


William Allen has been appointed western manager oy th 
United States Lines and American Merchant Lines, with ; : 
quarters at Chicago. ad 

Tom Green has been appointed executive genera} age 
Texas Electric Railway, effective August 16, at Waco, Tex, . 

W. M. Baker has been appointed traveling freight agen 
Kansas City Southern and the Texarkana and Fort Smith ; 
Texarkana, Tex., succeeding T. O. Baker, transferred, ‘ 

A. W. Kendall has been appointed assistant genera] freight 
agent, Santa Fe, at Topeka, Kans. 4 

James J. King, chief clerk, A. C. & Y., has been ADDointed 
chief of tariff bureau, at Akron, O. ; 

Charles B. Sudborough, Jr., whose father is the Penpgy, 
vania Railroad’s assistant vice-president in charge of trag, 
has decided to make the development of commercial] flying bis 
life work. With this in view he has obtained a position , 
courier in the service of Transcontinental Air Transport Ine 
now operating jointly with the Pennsylvania and Santa Fe; 
48-hour rail-air service between the Atlantic and Pacific Coasts 
He was courier of the first ship to leave, and the first to arriy 
at, Los Angeles following the initial opening of the service — 





Doings of the Traffic Clubs 





T. T. Harkrader, president of the Associated Traffic Cluts 
of America, has received a letter from C. R. Tayler, honorary 
treasurer of the Industrial Transport Association, London, Ex. 
land, to the effect that the trip to the United States which ha 
been planned by representatives of the association for this 
fall has been postponed until next spring. The annual dime 
and conference of the association will be held at the Trow 
dero, London, next January 7-10 and representatives of th 
Associated Traffic Clubs of America are invited. 














The Traffic Club of Wichita will hold a “stag” picnic 
Westlink August 15. Entertainment will include golf, basebal 
and horse shoe pitching. A “Dutch lunch” will be served i 
the evening. 



















The Los Angeles Transportation Club held a golf toum 
ment at the Potrero Country Club August 1. In conjunction 
with the Rail and Water Club, Women’s Traffic Club, wi 
Foreign Trade Club of Southern California, a luncheon 
honor of D. W. Pontius, newly elected president of the Paciie 
Electric Railway, was held at the Alexandria Hotel July 
The speakers were A. G. Arnoll, secretary and general mt 
ager, Los Angeles Chamber of Commerce; Frank E. Sct 
assistant freight traffic manager, Southern Pacific; Frank Kar, 
vice-president and chief counsel, Pacific Electric Railway; AT 
Mercier, vice-president and general manager, Pacific Elect 
Railway, and Oscar A. Smith, passenger traffic manager, Pacilt 
Electric Railway. There was a program of entertainment! 
addition. 































The Traffic Club of Sioux City will hold its annual pice 
at the Shore Acre Club August 10. Entertainment will include 
a baseball game between industrial and railroad men, pi 
dinner, sports and dancing. 












The Traffic Club of St. Louis will take an excursion 
to Springfield, lll., over the C. & A., August 22. 





The Traffic Club of New York held its “First Year = 
versary Luncheon” at the Park Central Hotel August 1. “ 
musical entertainment was provided and prizes won # 
summer outing were awarded. 



















The Junior Traffic Club of Chicago held its monthly = 


ing at the Palmer House August 1. A steamer excursio 
Michigan City, Ind., is planned for August 18. 





The Transportation Club of St. Paul played the J - 
Clubs Kitten Ball Teams for the championship of i 304 
Division of the Civic Kitten Ball League at Dunning Field ° 
July 29. 


Fifty-two golfers participated in the golf outing , 
Miami Valley Traffic Club at the Xenia, O., Country rth 
25. Honors were shared by Carl Hooven, C. C. Woodwo 
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Through 
Chicago 
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The South Shore Line is logically sit- 
uated to render reliable service on carload 
traffic moving by way of the Chicago gate- 
way to and from its physical connections 
with the New York Central Lines at South 
Bend, Ind., the Michigan Central R. R., the 
C.I.& L., and the N. Y. C. & St. L. (L. E. 
& W. Dist.) at Michigan City, Ind., and 
the Wabash Ry. at Gary. 


Rates apply via principal railroads, and 
quick interchange of through traffic from 
and to other lines entering Chicago is as- 
sured by direct connections with the largest 
belt switching lines. Team track facilities 
of the various belt lines in the Chicago dis- 
trict are open to the South Shore Line. 
Chicago industries are accessible through 
switching absorption arrangements. 


Make it read “CSS&SB”! 


Traffic Department: 


CHICAGO—79 West Monroe Street 
Phone Randolph 8200 


SOUTH BEND, INDIANA 


Michigan and La Salle Sts. 
Phone 2-5764 


‘eniitu cun 
Pad tise 
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Finds Big Opportunity 
in Traffic Management 


“How can I stick to my present job and still advance to 
a responsible executive position ?” 

That was Walter Baker’s problem when, as traffic clerk 
with one of the largest wholesale grocers in New England, 
he enrolled with LaSalle for home-study training in Traffic 
Management. 

“I had been handling traffic work for two years,” writes 
Mr. Baker, “but I really had very little knowledge of what 
it was all about. Within one month after receiving the first 
lesson, however, I learned more about traffic management 
than I had picked up in two years’ experience. 

“As I progressed, my training in scientific traffic manage- 
ment enabled me to make a complete study of the firm’s 
transportation methods and policies, with the result that I 
was able to make certain modifications which increased our 
selling area. Later I had opportunity to make an important 
study of warehousing and refrigeration. 

“Since taking LaSalle training in Traffic Management, I 
can claim entrance to the ‘100% Club’—and what is prob- 
ably of even more value, an acquaintance with numerous 
executives in the traffic field that I prize highly.” 

Mr. Baker is now Traffic Manager of his firm; also Chairman of 
the transportation committee of the Boston Wholesale Grocers’ Asso- 


ciation; Chairman of the traffic group of the Retail Trade Board of 
Boston; and member of the New England Shippers Advisory Board. 


Send for Free Book— 
“Opportunities in Traffic Management’”’ 


Are you eager to get ahead—in a profession that’s still uncrowded 
and that offers unusual opportunity to show results? 

The need for trained traffic men is great—and steadily increasing. 
Complete information is yours for the asking—clearly and interest- 
ingly told in a 64-page book entitled, “Opportunities in Traffic Man- 
agement,” which LaSalle will send you free. 

To many a man this book has been worth many times its weight in 
gold, for the reading of it has helped set him on the path to Fortune. 

What will it do for you? Possibly a great deal! At least, it’s 
worth a careful reading. Do your part by clipping and mailing the 
coupon NOW. 


’ 


Find Yourself Through LaSalle! 


LaSalle Extension University 


The World’s Largest Business 
Training Institution 


Dept. 895-TR Chicago 


Tell me about your salary-increasing plan as copied 
to my advancement in the business field checked be- 
low. Send copy of “Ten Years’ Promotion in One,” 
all without obligation. 


(Traffic Management 


Business Management 

Higher Accountancy 

Modern Salesmanship 

Railway Station Management 

Law—Degree of LL.B. 

Commercial Law 

Industrial Management 

Modern Foremanship 

Personnel Management Effective Speaking 

Banking and Finance Stenotypy—Stenography 
(CJ Credit and Collection Correspondence 





Modern Business Correspondence 
Telegraphy 

Expert Bookkeeping 

Cc. P. A. Coaching 

Business English 

Commercial Spanish 
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F. F. Kator. An old-fashioned chicken dinner was served at 
the club house following the play. A meeting will be held at 
Springfield, O., in August, and one at Dayton, September 19. 


LIVE STOCK SHIPMENTS AND PRICES 


Out of every dollar paid by live stock purchasers in 1928, 
3.6 cents was consumed by freight charges, 2 cents by other 
distribution costs, and the purchaser ‘er shipper received 94.4 
cents, the highest percentage he has received in any of the 
last five years. This information is contained in a bulletin deal- 
ing with live stock prices and their relation to transportation 
costs made public by the Bureau of Railway Economics. 

The bulletin summarizes a study covering a five-year period 
from 1924 to 1928, inclusive, of live stock shipments and prices 
paid at ten of the most important markets in the United States. 
The study embraces the sale of almost 25,000 carloads of live 
stock shipped from more than 4,000 points located in 40 different 
States. 

“There was,” the bulletin says, “a consistent downward 
trend in the proportion of the live stock purchaser’s dollar 
absorbed by freight charges and other costs of distribution, and 
a consistent upward trend in the proportion received by the 
seller at shipping point during the five years, 1924 to 1928. 

“The proportion of the purchaser’s dollar absorbed by 
freight charges dropped from 5.6 cents in 1924 to 3.6 cents in 
1928, a decrease of 36 per cent. That absorbed by other costs 
of distribution dropped from 3 cents in 1924 to 2 cents in 1928, 
a decrease of 33 per cent. 

“The proportion of the purchaser’s dollar received by the 
seller at shipping point rose from 91.4 cents in 1924 to 94.4 
cents in 1928, an increase of about 3 per cent. 

“The average price paid by the purchaser at the markets, 
for all live stock combined, rose gradually from $7.36 per 
hundred pounds in 1924 to $11.15 in 1928. The average amount 
absorbed by freight charges was 41 cents per hundred pounds 
in 1924 and 40 cents in 1928, while other costs of distribution 

- _ were 22 cents per hundred pounds in 1924 and 23 cents in 1928. 
*-Phe total marketing cost amounted to 63 cents per hundred 
; pounds in both years. Average net proceeds to the seller at 
shipping point rose from $6.73 in 1924 to $10.52 in 1928. Net 
proceeds to seller is the price paid at market less marketing 
costs, that is, freight charges and other costs of distribution. 


53 Hours 
67 Hours 


Laredo to Mexico City ... 
Eagle Pass to Mexico City. . 


NATIONAL 








RAILWAYS 
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“Marketing costs being the same in 1924 ang 1998 
increase in live stock prices paid by the purchaser must ig” 
been due to other causes, such as. quality, condition of Stock 7 
general marketing conditions. » and 

“Since the increase in the price of all live stock Daid 
the purchaser and the increase in the net proceeds to the wel 
for the period were exactly the same, with no change jp re 
marketing costs, the seller was the beneficiary of the incre 
in average price. al 

“The differences in price per hundred pounds paid by th 
purchaser for cattle and calves from the different states Vato, 
during the four years 1924 to 1928, from over 35 to 500 tina 
the differences in the combined freight charges and other cua 
of distribution.” ia 


RECORD TRAFFIC IN FEWER Cars 


“The record freight traffic which has been moved 80 far 
this year by the railroads of this country,” says an announce. 
ment by the car service division of the American Railway Agy, 
ciation, “has been handled with fewer cars and locomotiys 
than at any time since 1923.” 


Explaining that seeming contradiction the announcemey 
continues: 


Notwithstanding that fact and the steady growth that has take, 
place in recent years in the industrial development of the nation 
the railroads have been able to meet _ transportation requirement; 
without car shortage except in a few isolated instances and then only 
of short duration. This achievement of the railroads has been largely 
brought about by the steady increase that has taken place in th 
capacity of freight cars and the power of locomotives together wit, 
improved operating methods that have been placed in effect by th 
carriers. 

On July 1, this year, freight car ownership of the Class 1 nj. 
roads excluding railroad controlled private refrigerator cars totalej 
2,266,069, a reduction of 98,603 cars under the greatest number eyer 
owned in any one year, which was in Sepiember, 1925. Compared with 
July 1, 1928, the total ownership of Class 1 roads on July 1 this yea 
was a decrease of 34,600. , 

Excluding railroad controlled private refrigerator cars, the averag 
capacity of the freight cars owned by the Class 1 railroads on July 1 
this year was 46.09 tons per car, compared with 43.10 tons in 19%, 
In the last seven years there has been a steady increase in th 
average capacity. 

Class 1 railroads since January 1, 1923, to July 1, 1929, installed 
751,723 new freight cars in service. These cars have been largely 
of steel construction with increased carrying capacity compared with 
the older type of cars and their installation has enabled the railroads 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cur 
toms agencies at El Paso, Eagle Pass, Laredo and Browns. 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


G. B. Aleman, Gen. Agt. 


F. P. De Hoyos, Gen. Agt. 
. “a 2195 Ry. Exch. Bldg. 


1515 Penn Bldg. 


New York City St. Louis, Mo. 
F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bldg. 
San Francisco, Calif. New Orleans, La. 


F. C. Lona, Com. Agent 
301 Marquette Bldg. 
Chicago, Illinois 


El Paso to Mexico City . . « 10! Hours 
Brownsville to Mexico City . 69 Hours 


OF MEXICO 
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August 3, 1929 





Vacation Offering Extraordinary 
5 NATIONAL PARKS in 


dune Low Cost Trip 





Jackson Lake and Grand Teton Mountains 


You wouldn’t believe so much of 
the grandeur of the West could be 
seen in a single two weeks’ trip! 
The geysers, canyons and great 
cataracts of Yellowstone... the 
sheer, soaring summits of Grand 
Teton, our newest National Park 
...the majestic towers of Zion 
Canyon, rising like great altars, 
nearly a mile into the blue Utah 
sky ... Bryce Canyon, another 
new National Park, entirely dif- 
ferent from all others in its fantastic sculpturing 
and rainbow colors . .. and, finally, the over- 
powering immensity of Grand Canyon, the most 
awe-inspiring spectacle in the world! 


Old Faithful Geyser 
Yellowstone 


All these! And a host of fascinating sights on the 
way: colossal forests, friendly wild animals, snow 
capped mountains, Alpine lakes, wild flowers, 
quaint Mormon villages, Rocky Mountain Na- 
tional Park, Great Salt Lake... every hour of 
this greatest of American scenic tours brings 
something new and thrilling. 


An exclusive Union Pacific offering, it can be 
made independently or by Escorted All-Expense 
ours with interesting people as companions. 


You go on the finest trains via Chicago, St. Louis, 


Aansas City or Omaha. And the cost is amaz- 
ingly low, 


we Summer Fares to All the West 


an your vacation period is two weeks or two months, 
eladi — travel experts, who know the West, will 
oo yY plan for you a complete itinerary that will suit 
yur purse and give the maximum in sightseeing. 


For complete information and booklet ask 


Cc. J. COLLINS 
General Passenger Agent 
Omaha, Nebraska 


Union Pacttic 


THE OVERLAND ROUTE 
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CALMAR LINE—Coast-to-Coast—Via Panama Canal 


SUBJECT TO CHANGE WITHOUT NOTICE 


Calmar Steamship Corpo 











Voy. Baltimore Philadelphia Los Angeles 
No. Ship Arrive— Depart Arrive— Depart Arrive— 

7 PENNMAR Sailed Sailed Sailed 

47 YORKMAR Sailed Sailed Aug. 7 Aug.10 
7 MASSMAR Sailed Sailed Aug.22 Aug.25 
7 OAKMAR Aug. 3 Aug. 7| Aug. 9 Aug.15| Sep. 7 Sep. 10 
7 TEXMAR Aug.18 Aug.22| Aug.24 Aug.30| Sep. 22 Sep. 25 
6 CUBORE Sep. 3 Sep. 7| Sep. 9 Sep.15/ Oct. 8 Oct. 11 
8 CALMAR __| Sep. 18 Sep. 22| Sep. 24 Sep. 30| Oct. 23 Oct. 26 

—_—_—_—S==_IF_FOOE OE 
San Francisco 

Voy. Oakland Portland Seattle 

No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
7 PENNMAR Sailed Aug. 3 Aug. 4] Aug. 6 Aug. 8 
7 YORKMAR | Aug.12 Aug.15| Aug.18 Aug.19| Aug.21 Aug.23 
7 MASSMAR | Aug.27 Aug.30| Sep. 2 Sep. 3| Sep. 5 Sep. 7 
7 OAKMAR Sep. 12 Sep. 15| Sep. 18 Sep. 19| Sep. 21 Sep. 23 
7 TEXMAR Sep. 27 Sep. 30| Oct. 3 Oct. 4] Oct. 6 Oct. 8 
6 CUBORE Oct. 13 Oct. 16| Oct. 19 Oct. 20} Oct. 22 Oct. 24 
8 CALMAR Oct. 28 Oct. 31] Nov. 3 Nov. 4| Nov. 6 Nov. 8 


SPECIAL STOWAGE AND INDIVIDUAL SUPERVISION GIVEN 
ND OF FREIGHT HANDLED BY CALMAR LINE. 

OUR RECORD FOR DELIVERING CARGO IN PERFECT MARKET- 
ABLE CONDITION SPEAKS FOR 
BEFORE ROUTING YOUR NEXT SHIPMENT—“CALMAR DELIVERS 
THE GOODS.” 

For Information ree rates, etc., apply to nearest office: 

CALMAR STEAMSHIP CORP. CALMAR STEAMSHIP CORP. 
Moore & McCormack, Gen. Agts. Swayne & eyt, Agts. 
240 Front St., n Francisco, Tel. Daven- 


5 Broadway, New York, Tel. Bowl. Grn. 2885 
Bourse Bidg., Phila., Pa., Tel. Lomb. 9610 port 6700 : 
15 m ons. St, Baltimore, Md., Tel. 318 Trans. Bidg., Los Angeles, Tel. Trinity 
Olver Bldg. Pittsburgh, Pa., Tel. At- 91 i ,Brd. Trade Bidg., Portiand, Ore., Tel. 
antic way 
Rookery Blidg., Chicago. Tel. Central 778: 201 Central Bidg., Seattle, Tel. Elliott 5383 
Union Trust Bidg., Cleveland, O., Tel. 
Cherry 4791 


PACIFIC COAST PIERS 
Los Angeles—230 B-Terminal Island 
Oakland—Howard Terminal 
San Francisco—Pler No. 50 
Portiand—No. !—Oceanic Terminal | 
Seattle—Atiantio Dock Terminal 


ATLANTIC COAST PIERS 
Baltimore—Pler 5, West Md. Ry. Port 
Covtngtes 
Philadelphila—Pier 24N. Reading Co. 

















EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 


DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, . 
SEATTLE and TACOMA 




















Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINES 
Munson Building, 67 Wall St., New York 
Branch Offices 


Chicago, St. Louis, Pittsburgh, Baltimore, 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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to retire much obsolete equipment, which not only was expensive to 
maintain, but also had a smaller carrying capacity. 

The same situation that prevails in regard to freight cars also 
applies to ownership of locomotives by the Class 1 railroads, which on 
July 1, this year, had 57,912 locomotives. This was a reduction of 
7,012 compared with the number on July 1, 1924. Compared with July 
1, last year, the number of locomotives owned on that date in 1929 
was a reduction of 2,182. 

With the decline in the number of units owned, there has been 
a steady inerease in the tractive power of the new locomotives in- 
stalled by the railroads with the result that the average tractive 
power per locomotive is now 43,985 pounds compared with 38,217 
pounds seven years ago. Through this reduction in the number of 
locomotives owned, the railroads have been able to retire many 
obsolete locomotives, while the increased power of the locomotives now 
in use enables them to move heavier loads of freight than was for- 
— possible. 

ven in the face of the record traffic that has been carried by 
them so far this year, the railroads have never had less than 5,132 
serviceable locomotives in storage, which could have been instantly 
placed in use if —— requirements necessitated such action. 

From January 1, 1923, to July 1, 1929, 14,079 new locomotives were 
placed in service, all of which have been of improved types, per- 
mitting greater utilization than ever before. 

On July 1, 1923, the railroads had 11,450 locomotives, or eighteen 
per cent of the number on line, in need of repair. Since that time 
there has been a steady improvement with the result that on July 
1, this year, fewer locomotives were in need of repair than at any 
time in recent years, there having been only 7,453 or thirteen per cent 
of the number on line despite the extremely heavy movement of 
freight traffic. 


LAKE WATER DIVERSION 


Attorneys-general of six states bordering the great lakes 
have presented a memorandum to President Hoover urging him 
not to approve any plan for the development of the lakes-to- 
the-gulf waterway that will contravene the decision of the Su- 
preme Court of the United States in the Chicago drainage case. 
The memorial in opposition to disregard of the law as laid 
down in that drainage case was signed by John W. Reynolds, of 
Wisconsin; Gilbert Bettman, of Ohio; O. A. Youngquist, of Min- 
nesota; Cyrus E. Woods, of Pennsylvania; William M. Brucker, 
of Michigan; and Hamilton Ward, of New York. 

Diversion of water from the great lakes in excess of 1,000 
per cubic feet per second, the attorneys-general asserted, would 
impose “a wholly unnecessary burden upon lake-borne commerce 
in that such excess is not required to permit the utilization of 
a nine-foot channel from Lake Michigan to the Mississippi river.” 

In substance, the memorandum of the law officers of the 
,States mentioned asserts that the authorities of the Sanitary 
District of Chicago have made a plan for improving the Illinois 
river as a waterway, calling for the diversion of water in excess 
of the volume permitted by the decision in the drainage case 
and greater than the requirements for navigation, with the 
view to the utilization of the excess quantity for purposes other 
than navigation and drainage, contrary to law. It asserts that 
the plan contemplates a profit from water power of $2,000,000 
annually. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of cars in the period July 15-22, 
inclusive, was 216,136, according to the car service division of 
the American Railway Association. The average daily short- 
age was 234 box cars, 5 gondolas and hoppers. The surplus 
was made up as follows: 

Box, 95,098; ventilated box, 359; auto and furniture, 11,478; 
total box, 106,935; flat, 4,341; gondolas, 26,647; hoppers, 37,826; 
total coal, 64,473; coke, 435; S. D. stock, 21,895; D. D. stock, 
2,687; refrigerator, 14,141; tank, 122; miscellaneous, 778. 

Canadian roads reported a surplus of 15,000 box, 400 auto 
and furniture and 500 refrigerator cars. 


NEW COMPLAINTS FILED 


No. 22005. Sub. No. 1. Montello Granite Co., Montello, Wis., vs. Minne- 
apolis, St. Paul & Ste. Marie et al. 

Unreasonable rate on rough granite, from East Lyme, Conn., 
—* and Westerly, R. IL, to Montello, Wis. Asks for rep- 
aration. 

No. 22281. Sub. No. 2. City of Newport, Ky., vs. B. & O. et al. 

Against the exclusion of Newport, by the L. & N., in the matter 
of inter-city switching rates while maintaining such rates be- 
tween other points contiguous to Newport, as unjust, unreasonable, 
unjustly discriminatory and prejudicial to Newport. Asks for 
intercity rates. 

No. 22321. Sub. 2. McGee-Hetlage Co., Kewanee, Mo., vs. C. & E. I. 

Unreasonable rates on coal from points in Illinois and Kentucky 

to Kewanee, Mo. Asks for reasonable rates and reparation. 

. » Sub. 3. Energy Coal and Supply Co., Poplar Bluff, Mo., 
oo W. Robertson, Sikeston and Charleston, Mo., vs. C. & E. 
. et al, 

Unreasonable and unlawful rate on coal from points in Illinois 
and Kentucky to Charleston, Sikeston and Poplar Bluff. Ask for 
reasonable rates and reparation. 

No. or Sub. 4. John Cunningham, Bertrand, Mo., vs. Big Four 
et al. 

Unreasonable and unlawful rates on coal from points in Illinois 
and —w to Bertrand, Mo. Asks for reasonable rate and 
reparation. 

No, 9 Sub. No. 1. Cascade Timber Co., Tacoma, Wash., vs. 

Southern Pacific et al. 

Unreasonable and unduly prejudicial rates on cedar piling, poles, 
etc., single carloads, from points in Washington to destinations 
in California, Nevada, Arizona and New Mexico. Asks for just 
and reasonable single carload rates. 


No 


The Traffic World 


Fastest Service by Sea 
Passenger and Freight 


Itinerary: New York—Havana—Panama Canal—B 
—San Diego (Westbound)—Los Angeles—San none 

Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage at 
moderate charge. All steamers equipped for refrigerator 


cargo. 
Proposed Sailing Dates: 


Eastbo f 
Westbound from New York San Po saa ny OE 


CALIFORNIA (new)Aug.10 Sept. 21 MONGOLIA Aug. 17 Sept. 28 
VIRGINIA (new) . .Aug. 24 Oct. 5. CALIFORNIA (sew) Ang. 31 oe i] 
MONGOLIA Sept. 7 VIRGINIA (new) . Sept. 14 Oct. 2% 

From Los Angeles 2nd day following 


fanama facifie fine 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
hicago, 180 N. Michigan Ave. Boston, 84 State Street 
Philadelphia, Public Ledger Bldg. Baltimore. Chamber of Com- 
San Francisco, 60 California St. merce Bldg. 
Los Angeles, Central Bldg. 


aul) 


63 
General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panam 
Colombia, Costa Rica, Guatemala, Honduras, Bat 


ish Honduras, and via transshipment at Cri 
to West Coast Ports of Mexico, Central and 
America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 17 Battery Place, 
San Francisce, Cal. New York, N. Y. 
Leng Wharf, 140 S. Dearborn St, 


Boston, Mass. Chicage, Ill. 





2 
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AUSTRALIA 


faST DIRECT SERVICE — PASSENGERS AND FREIGHT 
THE TRANSATLANTIC STEAMSHIP CO., LTD. 
$. 5. Boren M.S. M.S. S.S. 


July 30 Aug. 20 
Aue: 30 Sent. 2 
NEWCASTLE pt. 
or Sept Sent. 2 Oct. 16 Nov. 
GENERAL STEAMSHIP CORPORATION 


Coast Age 
240 Battery ‘Street, og _ 
E.L. MeCONNAUGT To. & CO., INC. J. H. SCHAEFER & CO. 
S. La Salle St., 905 meres Bldg. 
7 SE HICA AGO DETROIT 


Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching char, Prompt city de- 
livery service. Pool cars dis buted promptly. 


The Terminal Warehouse Co. 


Omaha, Nebr. MemberA.W.A. 11th and Jones St. 


Youthern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


From Philadelphia . . Wednesdays and Saturdays 
From Houston. ...... Mondays and Thursdays 


Low Rates Quick Dispatch 


Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 


oT. LOUIS — THE 49TH STATE — MQ. 


Storers, Distributors 
Forwarders 
General Merchandise 


PANAMA MAILS. 8.CO. 


Fast Freight and Passenger Service 
Regular Fortnightly Sailings Direct to 


CARTAGENA, CRISTOBAL, COLON, BALBOA, PANAMA 
CITY, CORINTO, LA LIBERTAD, ACAJUTLA, 
CHAMPERICO and MAZATLAN 


With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 


Next Sailing from New York . . . . August 8 


Intercoastal freight accepted both West and Eastbound, from New York 
Les Angeles Harbor and San Francisco and from California ports 

to New York. 

140 S. Dearborn St., Chicago, Ill. 

10 Hanover Sq., New York, N. Y. 


2 Pine Street, San Francisco, Cal. 
548 S. Spring St., Los Angeles, Cal. 


SENG 


Handle Your 


CHICAGO BUSINESS 


Prompt Distribution of Pool Cars. 
Economical City Deliveries. 
Light or Heavy Freight Transfer. 
Modern Motor Equipment. 
Efficient Service. Careful Drivers. 


V. SENG TEAMING CO. 


606 West Lake Street CHICAGO 


Consider 


the Time 
Element! 


When you ship to the Orient via Seattle on 
“President Liners” you are assured of fast, 
dependable service over the short route 
to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. The service is direct and 
frequent with sailings every other Saturday. 
Arrivals each alternate Monday. Thru bills 
of lading issued to all Oriental ports. 


In addition six express “Cargo Liners” to 
serve you. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G. ROCHE, Inc. . Agt. * bs BRUCE, Gen. Agt. 
a nee Bank B Si: “ 0 So. Dearborn St. 
’ 


Lee S, General Freight Agent 
1519 Silisned Avene South, Seattle Seattle, Washington 
76 offices in 22 countries at your service 


American Mail Line 





PAGE 316 


Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) are new, 
naving been added since the last issue of The Traffic World. Cancel- 
tations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


August 9—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7735—In re application of Southern Pacific Co. for 
authority to acquire control, by lease, of the Nevada-California- 
Oregon Ry. 

August 15—Washington, D. C.—Examiner Eddy: 

* Finance No. 7711—Application of Western Maryland Railway Co. 
for authority to acquire control of the Chaffee Railroad Co. by 
purchase of capital stock, to lease the said railroad and to assume 
certain obligations. 


ECONOMY AND EFFICIENCY result from a maximum use of 
printed forms in the traffic department. Our line is the result of 
twenty-two years of close association with traffic men the country 
over. Send for folder of samples. The Traffic Service Corporation, 
Merchandise Department, 418 S. Market St., Chicago, IIl. 


A COMPLETE SERVICE 


| for the warehousing and 
distribution of merchandise 
to Illinois points. 


WAREHOUSES 


ILLINOIS 
peat, 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


are ng 
ENOL 
INAL Won - 


ERM 
cRoO’S,, Nar Pooi Car 
cHICc » es ~ 
Distribution 


Merchandise 
Storage 


2000 Carload 
Capacity 


TERMINAL 


BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING ANS DISTRIBUTING 


NEV ORLEANS 


Sin the heart of the Commercial District 
we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 
The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES oo? igerviLLe 


UNION CITY°;-o WATERBURY 
BEACON FALLSQVONAUGATUCK 
ANSONIA 9-OSEYMOUR 
SHELTON g’o OERBY 
DEVON ¢. < —— NEW HAVEN 


The Traffic World 


WILLIMANTIC @, _.. JEWETT CITY 
C 


Vol. XLIV, No, 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book 
Send for Sample Sheets 


G. R. Leonard & Co. 
155 N. Clark St., Chicago 15 E. 26th St., New Yor, 


7 e = 
All grades and colors for every use. Conti 
5 ComphSs 


.. SOUTH DEND. IND. 


Campbell Paper Box Co, 
900 South Main Street 
SOUTH BEND, IND. 


Do You Know =. 


(1) Rent teams and trucks? (2) Distribute pool car) 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS.STOCKTON TRANSFER C0, 


Established 1857 1020 South Canal Street, Chicago 


RICHMOND, VA. 


Storers, Distributors and Forwaries 

of General Merchandise 
1 , 175,000 Square Feet Floor Space 
2 ot Southern R. R. Siding. — 25¢ Ins. Rat 
“23 Virginia Bonded Warehouse Cop 

= 1709 East Cary Street 


TERMINAL WAREHOUSES OF ST. JOSEPH, In. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS 
DISTINCTIVE WAREHOUSE 
AND FORWARDING 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully equipped and central 
located in the City of Rochester 
Insurance rate 12 cents per $100.00. cil 
Located on private siding of the Buffalo, Rochester & Pittsburgh Ratlws) 
enjoying switching at flat Rochester rate with all steam 


B. R. & P. WAREHOUSE, Inc., Rochester, N. ': 


THRU RATES AND 
DIRECT WATER ROU! 


South Norwalk, Bridgeport, New 


MYSTIC 
wwe {TOM ‘London and Norwich, Com 
C.F.A., W. T.L., In 


to South and Southwest 


LONG ISLAND SOUND smems BOAT SERVICE ON, SAV: 
STORE DOOR DELIVERY ‘ , 
CLYDE, OLD DOM $5 


BY OUR OWN MOTOR TRUCKS © 7){77 MALLORY and MOR 
THAMES RIVER LINE, INC., Pier 32 E. R., New York City, """SE5™ MIB? 





